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Koerting’ s "Ventilator. 





We illustrate herewith a.very excellently constructed exhaust 
yentilator for cars, It consists of a revolving hood, A, which 
is accurately fitted to the base, B, which is. made of brass with 
turned joints and rests on the pivot C, which is also accurately 
turned. A projecting set screw, D, which acts against a shoul- 
der inside of EZ: holds the hood on the base B. 

The air is exhausted by means of an induced current. The 
vane F keeps the mouth @ facing the wind, so that the air en- 
ters at G and is contracted at H in the center of an annular 
opening, J J. The current rushing in at G thus draws ' the air 
after it through J J and thus from B and the car itself. 

An aperture either for admitting or exhausting air to or fiom 
a car in order to act at all uniformly should be made so as to 
conform to the direction of the wind or motion of the car, or to 
the resultant of the two. To do this a revolving hood of some 
kind must be used, but these have usually been made so ex- 
ceedingly flimsy that they seldom withstand fora great while 
the severe wear to which they are subjected. The great merit 
which the one we have illustrated possesses is its excellent 
workmanship. It is made in sucha way that it seems quite 
certain to withstand the hard usage which such appliances are 
exposed to, for a reasonable length of time. 

This form of ventilator is of course applicable to supply ven- 
tilators as well as to those for exhaust, and, we believe, it 
would be admirably adapted to the former use, as it will be 
quite certain to furnish at least an approximately uniform sup- 
ply of air to cars. When any attempt is made 
at heating cars by means of warmed air, some 
provision seems absolutely necessary to insure 
aconstant supply when the car is in motion. 
This, we believe, can be secured better by 
means of a revolving hood than in any other 
way. It is, however, important that the hood 
should revolve freely and not be liable to stick 
fast or to fail to act at anytime. In order 
that it should do this it must be constructed 
in the most substantial and workmanlike way, 
which, as we have before indicated, is the 
marked characteristic of the one we have illus- 
trated, which we think will be worth a trial by 
those who are inclined to secure good venti- 
lation of their cars. 

The ventilator, which is the invention of 
E. Koerting, andis much used in Germany a 
and other European countries, is manufac- 
tured in this country by Schutte & Goehring, 

No. 1,645 North Tenth street, Philadelphia. 


Bcutstidhenm., 








On the Strength of Rolled Sections of 
Wrought Iron in Bending and Com- 
pression. 


To THe EprroR OF THE RAILROAD GAZETTE : 
Most engineers are familiar with the difti- 

culties attending computations for the loading 

strength of tee and angle irons, and usually 


a=cn?+ constant, and for some other value a’ = én’? + 
a’ 


constant, we have c == 





aoe A careful examination will 
n?—n' 

show that for the limit’ above given ¢ varies within the limits 
c = 0.21 to c = 0,27, but that for all usual proportions itis very 
close to 0.25, sud, therefore, we may consider the moment of 


resistance as ww, but as this numerator 1s simply the product 


of the dimensions usually given, we could scarcely arrive at a 
more favorable result. If now the strength used for working 
be 5 tons per square inch, the following simple rule is easily 
deduced: Carry out the multiplications indicated by the usual 
statement of the size, and the product is.the working load in 
tons on a bar 12in. long. For other spans divide this pro- 
duct by the span in feet. For other stresses the loads will of 
course be proportional. 

To verify the above, take 3 in. x 3 in. x 4% in. tee iron. 

The computed moment of resistance is 1.07 (B. Baker gives 
in “ Beams, Columns and Arches,” y., p. 19, 1.08) and by our 
rule 1.125, being, say 5 per cent. in error. For a 4in. X 4 in. x 
Y, in. tee, we have, by computation, 1.975, and by our rule 2.00, 
being an error of 14% per cent. 

This shows us that an angle iron or tee is 50 per cent. 
stronger than a bar of the height h and thickness ¢ if the legs 
are equal. For unequal legged sections the gain in strength 
over the bar of height A and thickness ¢ may be considered pro- 
portional to the ratio of the width to twice the depth, 

If the bending strength has heretofore been a troublesome 
computation, so also has the strength when used as a strut or 
column, which, of course, is dependent on the stiffness of the 
piece with regard to bending, 

For ordinary round columns there seems to be but one 
opinion as to the formula used for wrought iron. Gordon’s, 





square inch, r= length divided by least transverse dimen 
sions. 

For small values of r, such sections are found to be stronger 
than bar iron, which, however, may be wholly due to the dif- 
ference in qualities of of the specimens. 


Table of Stress (Witimate and % Ultimate) on Rownd Columns, computed 
ie Conte e:evie aera sae length divided by least transverse 
dimension. 3 =X C tron use 1% r in table. 
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37/6180 24720 | ‘st 432117284) 77) 
18/8123 82492 (as 006 26806) a8 18, 
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From a careful comparison of this formula and the experi- 
ments upon which it was based with the Gordon formula, we 
tind that the ultimate stress of tee, angle, cross, beam and 
channel iron is given very closely with the Gordon formula 























3 
with — r used for r, 
2 36,000 


(1% ra, 





either with his constants or with modifications of them, are 


3,000 

or that if we consider such struts to be 50 per 
cent. longer than they really are, we may use 
Gordon’s formula without any change from 
the form used for round columns, The ordi- 
nary table of the values of f and ¥% f for differ- 
ent values of r is here given extended from 
r = 40, the usual limit, to r = 100.) 

This result is indicated also by Baker, but 
as the standard form used by him is square, 
the change is not quite so convenient. 

With struts consisting of single pieces, which 
for convenience we shall call solid sections, we 








have some experimental data, but with built 
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ones only a very limited acquaintance. It is 
known that built struts are never as strong 
as solid ones, as far as their ultimate strength 
is concerned; but it is usually found that the 
elastic strength is a much greater proportion 
of their ultimate strength than is usual for 
solid sections, and we may infer that their 











elastic strengths are nearly the same, and so 
far as their practical application is concerned, 
built sections are fully as good as solid ones, 
and that within their elastic strengths the 
laws of stiffness will also apply. And there- 
fore the table given above may be used for 
built tee, cross, channel, beam and trough 
sections as compared with built cylindrical 
ones, exactly as it is used with solid sec- 
tions. 


Experiments are needed at this very point, 








the only solution employed is the valuable one e , 2 
of experience or a simple copying of the prac- 
tice of others. 

Some of the younger members of the profession have not the 
advantage of such experience, and most of us have felt the 
desirability of some simple rule as a guide to the use of such 
iron in purlins and rafters. 

In the case of tee or angle iron placed with one side vertical, 
let 

b = the width of flange in inches. 


h= “ height 19 
b= “ width less the stem in inches. 
h'= “ height under the flange in inches. 


Then by the usual theory the resistance of the section to 
bending is found by multiplying the strength in pounds per 
square inch by the moment of inertia of the section, and by 
dividing this product by the distance of the neutral axis from 
the lower edge. 

The accurate expression for the moment of inertia divided 
by the distance of the neutral axis from the lower edge is 
called the “moment of resistance” of the section, and has for 
this class of beams often exercised the ingenuity of mathe- 
maticians. 

Of the many forms in which this expression is stated we 
Will select the following, 


(bh2—b/h!'2)2—4bhb/h! (h—h!)2 





6(bh2—b’h'2) 

As the one to be investigated, and for simplicity we will con- 
fine ourselves to equal-sided sections in which 6=h and b’=h’. 
Leth—h’ =t and also let h=nt. Then reducing our expression 
and performing the operations indicated, we find for n=1, n=2, 
"=8, etc., the values of the moment of resistance equal af*; 
where a has the RAS ted values: 
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® Yaties with n*, or with — nearly, and, therefore, letting 
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KOERTING’S VENTILATOR. 


employed by most engineers, The best experiments with the 
Keystone columns are in close accordance with Gordon’s for- 
mula in its original form ; and although higher values are used 
by some parties and given by the Phenix Iron Company for 
their segment columns; yet, all things considered, it may be 
stated that the best established values of the constants are the 
old and well-known ones : 
36,000 
S 7 ree 
sia 
3,000 
for fixed ended struts, where f = ultimate stress for strut in 
pounds per square inch, and r = length divided by the diame- 
ter. With round-ended struts Rankine says use 2 r for'r, i. e., 
36,000 





that 





This will give a slightly thoser accordance with Hodgkinson’s 
experiments from which the constants were deduced, and is 
used by Baker, 

With tee, angle, channel, cross and beam iron used for posts, 
we find a great deal of complexity in the matter. Professor 
Rankine of course gives the most complete theoretical state- 
ment, Baker some very good factors for r to change the real 
length to some hypothetical length, which are in the main 
correct; Stoney follows Unwin with a formula deduced from 
experiments, se 

Tr 


f=—— 


ra 
i1+— 
900 





where f= ultimate stress on strut in tons of 2,240 Ibs. per 


3 i: ‘end the great differences in cost which may 
be found in thesevaried* forms would seem to 
warrant usin recommending this to the Gov- 
ernment Commission on the Strength of Materials, as a fit sub- 


ject for their attention. Ounas, A. Smrru. 








The Reorganization of the New Jersey Midland. 


To THe Epiton oF THE RaiLRoap GAzeTTE: 

In the number of your paper for October 30 last, an article 
appeared in regard to the reorganization of the New Jersey 
Midland Railway Company, which, while it shows large knowl- 
edge in regard to the building of the road on the part of the 
writer, does injustice to the plan of reorganization known by 
the name of the Balestier plan and now being prosecuted by a 
committee of trustees, of wtom D. B. Halstead is Chairman 
and H. P. Dechert Secretary. 

While I beg leave to differ with the writer of the above arti- 
cle in regard to the present and prospective value of the road, 
I do not propose at this time to discuss it. 

The main objections made to the Balestier plan in the 
article are, that it loads up the road with a heavy debt, that 
the business does not warrant it, and that it will inevitably 
lead to bankruptcy. ° 

The only debt that can possibly involve the future company 
under this plan will be the prior lien mortgage, issued to take 
up present prior liens. This amounts to $600,000 in the plan. 
No one doubts for a» moment that the resources of the new 
company will be ample to meet the interest on this debt 
punctually. The other $500,000 is to be issued for terminal 
purposes, and only by consent of a majority of the present 
first-mortgage bondholders, The issue of this amount will, 
undoubtedly, never be made unless it is clearly evident that 
its expenditure will largely increase the net earnings of the 
company. 

The next mortgage for $3,000,000 is to take up the present 
first mortgage, and the coupons will be detached until Feb. 1, 
1879. carbene iy Aah ways wt ap aie i eager 
with stock; this stock will be the only stock issued, and will 
contol thavtell. tts not probable that many of the mortgage . 
holders will sell their stock separately from the bonds, so that 
they will retain the road in their own hands, If it should be / 
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evident on Feb. 1, 1879, that the road is not able to pay the 
whole of the coupons due in cash, the bondholders can then 
convert the unpaid portion into stocks, and so on, on every six 
months’ coupons, without the cost, delay and uncertainty of 
renewed foreclosure. 

The income bonds and scrip issued to the junior security- 
holders form no incumbrance upon the road, as they come 
after the stock, and can claim no interest or dividend until all 
interest and dividends are made up to the previous mortgages 
and stock. First-MortGaGe BonDHOLDER. 





@®eneral Railroa tases. 5 


ELECTIONS AND APPOINTMENTS. 


Springfield & Northwestern.—R. A. Bunker has been appoint- 
ei Auditor in place of Ralph Cochraue, resigned. His office is at 
Springfield, Ill. 

Sodus Point & Southern.—The bondholders who bought the 
row] at foreclosure sale have chosen 8. J. Macy General Man- 
agor ; 8S. B. Steward, Treasurer ; W. G. Turner, General Freight 
an Ticket Agent. 


St. Louis, Lawrence & Western.—Mr. W. H. Bancroft has 
been appointed Assistant Superintendent. The office of Audit- 
or having been abolished, drafts and remittances should be 
made on and to E. C, Devereux, Superintendent, Lawrence, 
Kan. Ticket reports to J. P. Usher, General Ticket Agent. 


MoBile & Ohio.—Hon. Abner Gaines has been appointed Land 
Commissioner, in place of A. Murdock, resigned. 

Michigan Oentral.—Mr. D. J. Chase has been appointed Su- 
perintendent of the Bay City and Mackinaw divisions, in place 
of T. B. Sergeant, who has gone to the Detroit, Eel River & 
Illinois, 

East Alabama & Cincinnati.—Mr. R. H. Kelly has been ap- 
pointed Secretary and Superintendent, in place of B. Boyle, 
deceased. His office is at Opelika, Ala. 

Chicago & Paducah,—Mr. W. P. Sisson has been appointed 
Superintendent, with office at Streator, Ill. He has been on 
the Chicago, Pekin & Southwestern for some time. 


Charlotte, Columbia & Augusta.—Mr. John C. B. Smith has 
been appoinied Treasurer, in place of C. Bouknight, resigned. 
His office is at Columbia, b. C. 

Atchison & Nebraska.—Mr. John E. Utt has been appointed 
General Freight and Ticket Agent, in place of J. P. Thompson, 
Jr., resigned, 

Pittsburgh, Oincinnati & St. Louis.—Mr. J. H. Barrett is ap- 
pointed Superintendent of the ~—~“ 4 Division, in place of 
Hugh Pitcairn, resigned. Mr. James R. Shaler is appointed 
Superintendent of the Columbus Division, in place of J. H. 
Barrett, transferred. 


Nebraska Railway Company.—The first board of directors of 
this company, formed by the consolidation of the Midland 
Pacific and the Brownville, Fort Kearney & Pacific, is as fol- 
lows: J. N. Converse, F. Ashton, 8. H. Calhoun, Nebraska City, 
Neb.; H. C. Lett, Brownville, Neb.; R. W. Furnas, F. P. Ken- 
nard, Lincoln, Neb.; Henry Hill, Warsaw, Ill.; Benj. E. Smith, 
Columbus, 0.; D. 8. Gray, Pittsburgh, Pa. e officers are as 
follows: Ben}. E. Smith, President; Chas. D. Smith, Secre- 
tary and Treasurer; J. N. Converse, Vice-President and Gener- 
al Superintendent; M. A. Showers, Assistant General Superin- 
tendent; E. D. Smith, General Freight and Ticket Agent; N. B. 
Kendall, Chief Engineer. 

Cayuga.—At the annual meeting in New York, Nov. 4, the 
following directors were chosen: Ta a Delafield, Edwin B. 
Morgan, A. OC. Palmer, Aurora, N. Y.; John J. Thomas, Union 
Springs, N. Y.; James R. Cox, Horace T. Cook, A. H. Goss, 
Auburn, N. Y.; D. B. Coe, A. P. Fisk, James Stillman, New 
York City; Frederick Collins, Wm. Elliott, George C. Morris, 
Philadelphia. The board elected Talmadge Delaticld Presi- 
dent; Frederick Collins, Vice-President; A. C. Collins, Secre- 
tary and Treasurer. , 

Chesapeake & Ohio.—The Receiver, Mr. Tyson, has ergo 
Japt. W. M. 8. Dunn, late Engineer and Superintendent of 
Transportation, General Manager. The present subordinate 
officers will be retained. 

Mendocino.—The first board of directors of this new company 
is as follows: A. W. Hall, Mendocino, Cal.; West Graves, Oak- 
land, Cal.; James emer ty Charles G. Athearn, George C. 
Perkins, San Francisco, © 

Delaware & Hudson Oanal Company.—Mr. W. G. Eddy has 
ben appointed Assistant Superintendent of the Champlain 
Division, Northern ae of the company’s leased lines. 
‘'he Champlain Division includes the newly completed New 
York & Canada Railroad. 

Massachusetts Central.—At the annual meeting in Boston, 
Novy. 3, the following directors were chosen: Francis Brigham, 
George Houghton, Hudson, Mass.; E. B. Shattuck, Hiram 
Wadsworth, Barre, Mass.; L. J. ere H. K. Starkweather, 
Northampton, Mass.; F. Bonney, Hadley, Mass. ; J. E. Smith, 
Worcester, Mass.; C. A. Cutting, James 8. Draper, James M. 
Stone, Boston ; Henry F. Hills, New York. The board elected 
James M. Stone President, and James M. Parker, Treasurer. 

Brotherhood of Conductors.—At the annual convention in At- 
lanta, Ga., last wi the following officers were chosen for the 
omens year: Grand Chief Conductor, W. L. Collins, Hornells- 
ville, N. Y.; Assistant Chief Conductor, C. A. Staunchfield, 
Creston, Ia.; Grand eee J.C. W. Long, Fort Wayne, Ind.; 
Grand Treasurer, J. M. Bradley, Atlanta, Ga.; Grand Conduc- 
tor of Ceremonies, Calvin 8. eaton, Elmira, N. Y.; Grand 
Inside Sentinel, W. H. Morse, Omaha, Neb.; Grand Outside 
Sentinel, Lewis Kugler, Catawissa, Pa.; Past Grand Chief Con- 
ductor, M. L. Smith, Pittsburgh, Pa. 


Pensacola & Louisville.—The Florida Circuit Court has ap- 
pointed Lewis H. Sellars Receiver. 

Oredit Valley.—At the annual meeting in Toronto, Ont., Oct. 
28, the following directors ,were chosen: G. Laidlaw, C. J. 
So arc John Gardner, John Macnab, Jas. L. Morrison, R. 
W. Elliott, Angus Morrison, Wm. Arthurs, Robert Hay. At a 
popes | meeting of the directors, Geo. Laidlaw was re- 
clected President, and C. J. Campbell, Vice-President. 

Ohi Millington & Western.—Mr. W. H. Pettibone, late 
of the Burlington, Cedar Rapids & Minnesota, has been ap- 
pointed General Superintendent. Mr. T. J. Seeley, of Oswego, 

lL, is Chief ys pee and Mr. L. B. Jackson, of Millington, 
Ill., has charge of a party in the field. 

Cincinnati, Lafa; & Chicago.—The new board has re- 
elected Adams Karl President; G. Ricker, New York, Vice- 
President; Moses Fowler, Treasurer; H. M. Kerper, Secretary. 

Rockford, Rock Island & St. Louis.—Under the Osterberg 
management Mr. Geo. 8, Skinner will act as General Manager, 
and Hon. Lyman Trumbull as General Solicitor of the road. 

Atlantic & P, .—The United States Circuit Court has ap- 

jinted Thomas 'T. Buckley, of New York, Oliver Garrison and 

ohn H. Beach, of 8 god receivers of the road. 

Chicago & Northwestern.—Mr. W. 8. Mellen has been ap- 
pointed Assistant General Freight Agent. He has been for 
several years General Agent for the Northwestern and the 
Winona & St. Peter at Winona, Minn, Mr. C. H. Keep, for 
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several years agent at Freeport, Ill., will succeed Mr. Mellen at 
Winona. 

St. Johns.—Mr. W. W. Dewhurst having resigned as Superin- 
tendent, that office is discontinued and its duties will be per- 
formed by Mr. D. G. Ambler, President and General Manager. 

Indianapolis, Cincinnati & Lafayette.—At the annual meeting 
in Indianapolis, Noy. 1, the following directors were chosen: 
William A. Booth, George Bliss, Charles G. Landen, New York; 
T. H. Perkins, J. 8. Fay, Boston; William F. Reynolds, M. 
Forbes, Lafayette, Ind.; 8. J. Broadwell, M. E. Ingalls, Cin- 
cinnati. The board re-elected "M. E. Ingalls, President; C. H. 
Booth, Secretary; E. J. Osborn, Treasurer. 

Hannibal & St. Joseph.—At the annual meeting in Hannibal, 
Mo., Novy. 1, the following directors, one-third of the board, 
were elected: H. H. Baxter, N. L. McCready, J. Van Schaick, 
all of New York. Messrs. Baxter and McCready are new direc- 
tors, succeeding A. W. Lamb, of Hannibal, and C. H. Koerner, 
of New York. 


Evansville & Crawfordsville.—At the annual meeting, Oct. 
19, the following directors were chosen: John 8. Hopkins 
Samuel Orr, J. E. Martin, W. Heilman, D. J. Mackey, Samue 
Bayard, C. R. Bement, Evansville, ind.; J. W. Maddox, Vin- 
cennes, Ind ; Joshua Alsop, Carlisle, Ind.; W. R. McKeen, Jo- 
sephus Collett, James H. Turner, W. K. Edwards, Terre Haute, 
Ind. The board elected J. E. Martin, President and Superin- 
tendent; F. Heakes, Secretary and Treasurer; C. Rush, Assist- 
ant Auditor; C. C. Genung, Engineer and Paymaster; E. 8. 
Babcock, Jr., General Freight Agent; J. L. White, Master Me- 
chanic. 

Wiscasset & Moosehead Lake.—The annual meeting was held 
in Wiscasset, Me., Oct. 28, and the following directors elected: 
Richard H. Tucker, Henry Ingalls, Isaac T. Hobson, Andrew 
Lacy, Alfred Lennox, William 8. Tilton, Richard T. Rundlett. 

Pacific, of Missouri.—The directors, vneiey | resumed pos- 
session of the road, have chosen Mr. Andrew Pierce, Jr., Gen- 
eral Manager. 

Manhattan Railway.—This new rapid-transit eorporation was 
organized in New York, Nov. 10, by the election of the follow- 
ing directors: Cornelius K. Garrison, George M. Pullman, 
Horace Porter, Jose F. Navarro, Milton Courtright, William L. 
Scott, John F. Tracy, David Dows, John Ross. The board 
elected Milton Courtright President and Jose F, Navarro, Sec- 
retary and Treasurer. 


Third Avenue.—At the annual meeting in New York, Nov. 
10, the following directors were chosen: Samuel L. Phillips, 
Henry Hart, William Remsen, Thurlow Weed, Robert George 
Remsen, Jonathan W. Allen, Samuel Hall, Moses Mitchell, 
Henry Morrison, James D. Smith, Frederick B. Noyes, Alex- 
ander 8. Webb, John M. Samler. 








PERSONAL. 


~Mr. Wm. Allen, a brother of President Thomas Allen of 
the St. Louis, Iron Mountain & Southern, died recently of 
paralysis in Davenport, Ia. He was formerly a large contractor 
and, with Col. Mandeville, built the Arkansas Branch of the 
Iron Mountain road. 

—Mr. C. F. Smith, Paymaster of the Indianapolis, Blooming- 
ton & Western road, was married recently in St. Louis. 

—Mr, W. W. Dewhurst has resigned his position as Superin- 
tendent of the St. Johns Railway. 

—Judge T. L. Jewett, of Philadelphia, died very suddenly in 
New York, Nov. 3, while on a visit to that city. e was a well- 
known lawyer and for many years connected with the Pitts- 
burgh, Cincinnati & St. Louis, formerly as President and since 
1871 as a director. Previous to the organization of that com- 
pany he was President and afterwards Receiver of the Steuben- 
ville & Indiana Company, afterwards merged in the Pittsburgh, 
Cincinnati & St. Louis. He was a brother of Mr. Hugh J. 
Jewett, President and Receiver of the Erie. 

—Mr. Nicholas De Graff, a member of the great contracting 
firm of De Graff & Co., of St. Paul, died Nov. 1, while on a visit to 
some friends at Richmondville, N. Y. 








TRAFFIC AND EARNINGS. 


Freight Rates. 

The rail rates between New York and Chicago for the five 
classes are: 
NINN ois 0650506 Cane deeenansec ee ee ee 40 30 
INR a5 05500066 eceennnes 50 40 30 25 20 

Lake rates for wheat from Chicago to Buffalo last Monday 
were 6 to 64% cents by sail and 64% by steam; coal from Buffalo 
to Milwaukee, 75 cents a ton. Grain by steam from New York 
to Liverpool last Wednesday was taken at 7d. to 744d., flour at 
3s. 6d. per barrel, pork at 4s. 6d.; refined petroleum by sail 
from New York to Rotterdam at 4s. 6d. per barrel. Canal 
freights, 11 cents per bushel for wheat and 9% for corn from 
Buffalo to New York. 


Chicago Live Stock Traffic. 


Receipts and shipments of mags in Chicago for the ten 


months ending with October have been: 

1875. 1874. 1873. 
DE, <hachasneseedeenina 2,950,583 2,999,267 3,055,678 
NN: io cesecespceccnssnece 1,435,011 2,003,976 1,894,054 


Average weights of hogs received were 223.53 Ibs. in 1875, 
206.27 in 1874, and 230.54 in 1873, and the weight of these re- 
ceipts were, respectively, 329,772, 309,329 and 847,228 tons 
those in 1875 being greate: by 6% per cent. than in 1874, and 
less by 5 per cent. than in 1873. 

~The Union Stock Yards report for October shows the follow- 
ing receipts and shipments by the difterent routes : 














— Receipts. —~ -——Shipments—--— 
Cattle. Hogs. Sheep. Cattle. Hogs. Sheep. 
Chi., R. I. & Pac... 8,300 44,015 1,978 2,665 cece 751 
Hilinois Central.... 7,838 74,553 2,834 1,665 cece eee 
Chi., Burl. & Q....28,538 96,360 3,893 514 e206 173 
Chi. & Northwest. . 13,047 11,534 6,455 143 196 111 
Chi, & Alton....... 17,015 20,578 1,832 4,830 236 104 
Pitts.. F.W. & Chi. 350 624 eeee 17,997, 41,360 3,344 
Mich. Central..... 614 2,246 T17 ,300 639,744 5,232 
Lake Sh. & M.S.... 442 2,200 611 16,965 53,217 6,781 
Pitts., Cin. & St. L. 390 1,920 147 175 cece eee 
Chi., Dan. & Vin... 1,163 6,745 1,491 103 coos 
Chi., Mil. & St. P... 6,302 11,170 = 11,351 156 cece 25 
Baltimore & Ohio.: 50 332 212 808 coos 
Chi. & Pacific...... 385 962 311 eeee cove 
Drivem@ iM... 6.cceee 281 wees 24 eece eves 
TOM ca csscacs 84,763 301,255 31,916 62,301 135,073 16,721 


Of the receipts, one-third of the cattle, 32 per cent. of the 
hogs and 12 per cent. of the sheep came by the Chicago, 
Burlington & Quincy, one-fifth of the cattle and 7 per cent. of 
the hogs by the Chicago & Alton, nearly 16 per cent. of the 
cattle and 4 per cent. of the hogs by the Chicago & North- 
western, which also brought one-fifth of the sheep; nearly 
one-tenth of the cattle and one-seventh of the hogs by the 
Rock Island road, 9 per cent. of the cattle and nearly a quarter 
of the hogs by the Illinois Central, 34 per cent. of the hogs 
and less than 35% per cent. of the sheep by the Chicago, Mil. 
waukee & St. Paul. Substantially the shipments are divided 
between Fort Wayne, the Lake Shore and the Michigan Cen- 
tral roads, and not very unevenly. The Baltimore & Ohio 
naturally gets hardly any share of this great traffic. An ar- 


rangement with the Erie may enable it to get a haul over 
about 300 miles of its road. 
Plour and Grain Movement. 

For the week, the crop year and the calendar year receipts 
and shipments are reported as follows, flour in barrels and 
grain in bushels. St. Louis and Peoria are included under the 
head of “ Lake ports” : 


WEEK ENDING oct. 30. 


Flour : 1875. 1874. Inc. or Bec. P.¢, 
Lake ports’ receipts..... 152,236 145,927 Inc.. 6,309 43 
. “ gshipments.... 147,023 137,116 Inc .. 9,907 72 
Atlantic ports’ receipts.. 244,930 284,327 Dec.. 39,397 13.9 
Wheat: 
Lake ports’ receipts. ....2,803,073 1,128,682 Inc ..1,674,391 1484 
ad « ghipmenits....2,252,450 1,788,167 Inc.. 464,283 26.0 
Atlantic ports’ receipts. .1,838,918 1,781,420 Inc.. 57,498 3.2 


Grain of All Kinds: 
Lake ports’ receipts ....5,345,597 2,805,468 Inc ..2,540,129 90.8 

« "shipments ....3,910,976 2,589,240 Inc ..1,321,736 5146 
Atlantic ports’ receipts. .3,765,499 3,496,749 Inc .. 268,750 Pi 

The movement is a heavy one, and especially the receipts at 
lake ports, indicating a heavy traffic on Northwestern railroads, 
of the grain shipwents from these ports during the week, 81 
per cent. went East by rail this year, against 12/4 per cent. in 
1874, and 18 in 1873. 


TEN MONTHS, JAN. 1 TO OcT. 30. 


Flour: 1875. 1874. Inc. or Dec. P.c, 
Lake ports’ reccipts.. 3,954,901 5,094,768 Dec.. 1,139,867 22.3 
Ks “ shipments. 4,315,847 4,843,741 Dec.. 527,894 10.9 
Atlantic ports’ rec’pts 7,743,206 ° 8,889,842 Dec.. 1,146,636 12.9 
Wheat: 
Lake ports’ receipts.. 56,276,801 69,087,560 Dec.. 12,810,759 18.5 


“ shipments. 43,137,126 
Atlantic ports’ rec’pts 44,081,726 
Corn: 


54,815,957 Dec.. X 
54,750,308 Dec.. 10,668,582 19.5 


Lake ports’ receipts.. 42,426,045 51,976,930 Dec.. 9,550,885 18.4 
si “ shipments. 37,707,884 40,603,111 Dec.. 2,095,227 5.2 
Atlantic ports’ rec’pts 49,594,419 46,238,927 Inc.. 3,355,492 17.2 


Grain of all Kinds: 
Lake ports’ receipts.. 127,601,424 
2 shipments. 104,593,943 115,716,979 Dec.. 
Atlantic ports’ rec’pts 112,930,250 121,116,781 Duc.. 


LAKE PORTS’ RECEIPTS AUG. 1 TO ocT. 30. 


151,292,544 Dec.. 23,691,120 15.7 
11,123,086 9.6 
8,196,531 6,8 











1875. 1874. 1873. 1872, 

Flour, bbls. ...... 1,321,982 1,554,937 1,643,877 1,577,588 
Wheat, bush...... 25,868,013 26,124,307 30,991,124 23,324,266 
Corn, bush........ 14,687,526 13,586,264 22,850,303 23,173,009 
Oats, bush......... 11,248,111 9,425,315 9,137,287 8,838,725 
Barley, bush...... 2,952,209 2,674,415 3,383,536 4,571,088 
Rye, bush........ 917,322 453,694 750,418 48,592 

Total grain, bush. 55,673,181 52,263,995 67,112,668 60,656,380 


Thus, receipts of grain of all kinds were about 644 per cent. 
more this crop year than last, 174% per cent less than in 1878, 
and 8 per cent less than in 1872. 

Of the total receipts of flour and grain at Atlantic ports, 
Montreal received about 9 per cent. in 1874 and 10 per cent. in 
1875 for the first ten months of these years. 


Railroad Earnings. 

The following figures are from the returns made to the Mas- 
sachusetts Railroad Commissioners for the year ending Sept. 
80, 1875: 





















Month of October: 


Central Pacific. ...... $1,606,000 $1,465,513 Inc.. $140,487 9.6 
Illinois Central....... 841,432 833,307 Inc.. 3,125 04 
St. Louis, Iron Mt. & 

BOUUMEEE . ccc ccccess 344,730 358,777 Dec.. 14,047 3.9 
St. Louis, Kan. City & 

Northern ........+0. 263,240 278,106 Dec.. 14,866 5.3 


Central Pacific earnings are compared with 1873 as follows: 
Increase. P.c. 
$2,511,907 21.7 


1875. 73. 
Ten months ending Oct. 30. . $14,086,183 $11,574,276 
5 230,530 16.8 


Month of October.......... 1,606,000 1,375,470 
Petroleum Expurts. 

For the ten months from Jan, 1 to Nov. 2 exports for four 
years have been: 





1875 1874, 1873. 1872. 

From Gal. Gal. Gal. Gal. 
New York........-.++ 120,800,373 130,814,326 124,568,985 71,698,570 
li nas0sssees 2,227.900 3,224,340 2,039,289 1,424,610 
Philadelphia......... 53,045,493 64,704,256 71,608,784 49,118,811 
Baltimore............ 21,884,461 4,815,252 2,755,871 1,796,528 

| 

Total, gal....... 197,953,227 203,558,174 200,972,929 124,038,519 


This year’s exports are 2%4 per cent. less than those of 1874, 
and 1 per cent. less than those of 1873, but 60 per cent. greater 
than in 1872. The proportions of exports from the different 
ports have been: 


1875, 1874, 1873. 1872 

Se IR os obs acne wndeoe 61.0 64.2 62.0 57.8 

Ne cha ca Nesconset 11 1.6 1.0 1,1 

Philadelphia..............++- 26.8 81.8 35.6 39.6 

pS ERS Oe 11.1 2.4 14 15 

Ohicago Traffic. 
Receipts and shipments for the week ending Nov. 6 were: 

——~Receipts——..  —-——Shipments—-—~ 

1875. 1874, 1875. we ' 

Flour, bbls.......... 66,972 41,922 61,681 Lr} 
Grain, bush.......... 1,824,311 880,318 2,284,597 1,436, 

Live Hogs ..........+ 904 122,190 24,968 = :33 
Minakssukctinsess 19,894 15,296 9,488 





This shows an increase of 60 per cent. in receipts and 107 7 
cent. in shipments of flour, of 107 per cent. in receipts ani 


" 


Net Earn. P.c. of 
Earnings. Expenses. earnings. permile. exps, 
Boston & Albany. ...$7,949,667 $5,451,617 $2,498,050 $25,078 68.58 
Bost., Barre & Gard.. 151,757 105,205 46,462 2,918 69.38 
Boston & Maine..... 2,388,740 1,469,986 918,754 12,441 61,54 
Connecticut River.. 649,249 371,779 277,470 11,594 657.26 
. Duxbury & Cohassett 42,021 45,743 *3,722 2,001 108.86 
Nashua, Acton & Bost. 34,275 44,145 *9 870 1,714 128.53 
New Lond. North’n.. 504,726 376,743 127,983 5,047 74.64 
New York, New Ha- 
ven & Hartford.... 4,599,523 1,872,126 30,062 9,30 
Old Colony..... oo Sa ; 774,394 8,655 66.74 
Prov. & Worcester... 04,476 241,256 14,908 173.03 
South Shore......... 92,360 17,135 $,031 81.45 
* Deficiency. 
Other earnings have been reported as follows: 
Ten months ending Sept. 31: 
1875. 1874. Inc. or Dec. P.c. 
Central Pacific........ $14,086,183 $11,770,713 Inc .. $2,315,470 19.7 
Tilinois Central........ 6,300,639 6,500,121 Dec.. 199,482 3.1 
St. Louis, Iron Mt. & 
Southern..........- 2,833,424 2,557,931 Inc.. 275,443 108 
St. Louis, Kan. City & 
TNOPSRSET . 65000 cccee 2,139,966 2,083,884 Inc.. 56,082 2.7 
Month of September: - 
Michigan Central..... $620,815 $687,703 Dec... $66,890 9.7 
Expenses,........... SERRE = tedecece = crccoveccocaces 
Net earnings........ SPARE ckvccceccs scrverecpancrade 
Per cent. of expenses GER  cccccneees icoccevsccdoass cove 
Union Pacific.......... $1,155,944 $1,063,993 Inc.. $91,951 86 
Expenses............ 417,800 393,180 Inc.. 24,620 63 
Net earnings........ $738,144 $670,813 Inc.. $67,331 100 
Per cent. of expenses 36.14 36.95 Dec.. 0.81 2.2 
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per cent. in shipments of grain, of 30 per cent. in receipts and 
7% per cent. in shipments of cattle, anda decrease of 26 per 
cent. in receipts and 39 per cent. in shipments of hogs. 

Hog Products. 


For the year ending with October, the exports were: 





. 1874-5. 1873-4, Decrease. P.c. 
eer 42,863,400 52,497,400 9,634,000 8.2 
EERE: 166,983,990 191,328,287 24,344,297 19.8 
Bacon, lbs...... - -264,799,867 336,165,680 71,365,813 21.2 

i tiipsceseaes 474,647,257 579,991,367 105,344,110 18.1 


The total supply of the country is reported as follows: 





1874-75. 1873-74. Decrease. P.c. 

Meats, Ibs.......... 930,379,748 940,101,577 9,721,829 10 
PT <bsckensece 190,380,607 191,444,035 1,063,428 0.5 
, ee 1,120,760,355 1,131,545,612 10,785,257 0.9 


This gives totals of 56,038 full car-loads of products last year 
and 56,577 in 1873-74. 


Qoal Movement, 


The wig, by tonnages are reported for the two months 
ending Oct. 30 by the anthracite coal-carrying lines : 





1875. 1874. Inc. or Dec. P.c. 
Del. & Hudson Canal Co... 2,533,818 1,991,960 Inc., 541,858 27.2 
Del., Lackaw. & Western.. 2,888,610 2,187,794 Inc.. 699,816 32.0 
Pennsylvania Coal Co..... 1,147,781 1,110,893 Inc.. 36,888 33 
Central, of New Jersey.... 1,737,531 2,225,991 Dec.. 488,460 21.9 
NE Res ,433, 3,469,698 Dec..1,036,110 29.9 
Pennsylvania & New York. 82,398 52,948 Inc.. i 55.6 
Philadelphia & Reading... 3,800,729 4,417,112 Dec.. 616,383 14.0 
Northern Central, Shamo- 

Ts cnn o0s00eo000es 579,331 398,427 Inc.. 180,904 45.4 
Summit Branch.......... 447,130 408,599 Inc.. 38,531 9.4 
Danville, Hazleton& Wilkes- 

Mnase 000008 69000008 67,310 35,166 Imc.. 32,144 914 
Pennsylvania Canal....... 251,909 287,405 Dec.. 35,496 12.4 
Sullivan & State Line..... 7,851 30,633 Dec.. 22,782 1744 

OB osc cccncecccs 15,976,986 16,616,626 Dec.. 639,640 3.8 


Tonnages of semi-bituminous coal for the same period are 
reported as follows : 





Broad Top : 1875. 1874. Inc. or Dec. P.c. 
Huntingdon & Broad Top. 179,420 196,274 Dec.. 16,854 J 
East Broad Top............ fk re eveccecccces 

Clearfield : 

Tyrone Div., Penna. R.R. 749,521 546,303 Inc.. 203,218 37.2 
Bellefonte & Snow Shoe... SAID ncessnse ee0ce ceceee ces 

Cumberland : 

Baltimore & Ohio......... 1,061,435 1,187,126 Dec.. 125,691 10.6 

Chesapeake & Ohio Canal. 169,235 686,948 Inc.. 82,287 12.0 

Bedford Div., Penna.R.R. 133,615 62,278 Imc.. 171,337 114.5 
Totals. ..cceccccccceses 2,982,765 


Seen e eee — eee eeeseses 


that originating on its line. 
all sources was: 1875, 316,694; 1874, 258,552; increase, 58,142 
tons, or 22.5 per cent. 

Bituminous coal tonnages of the ten months are reported as 
follows : 





Tons. 
BOPGday .... vcccccccccce coe cocssecccrevccscccscessccvccece 275,053 
ATIAAMORY TOBIOM....2. 000000 crccccsccccccccces -ecccceceioes 80,764 
PAP DURED TOBIN 6 00 <:o.00.00:00000.000000 008000 reseoncessoesecs 647,736 
Penn and Westmoreland gas Coal............cesceccesersces 567,557 
Chesapeake & Ohio Railroad, West Virginia coal ............ 145,458 
ME nc <asddenabebashes. ocangs cuts akebbaatanatnened 1,716,568 


The Chesapeake & Ohio returns are a week behind the rest. 
The coal tonnage for the Pennsylvania Railroad dor the third 
week in October was as follows: 


Tons. 

BONED. 0000 ccccecctces cd bccescctsccescancoessavesesceeese 26,172 
PRARTINOUS. 20 ccccccceccs covccsccccccccssocecccscsoeceeoes cs 64, 

MEE go.00'0'v0450se00s16eo0050s 60000hssnentecenenaebeabenbenh> 20,659 

ee. .15.20000620069 0000008 Ke £406046000RaaR OREN 111,151 


Sault Ste. Marie Canal Traffic. 
The agent, Mr. Frank Gorton, reports to the Governor of 
Michigan, for the year ending Sept. 30, as follows: 


1874-75. 1873-74. Increase. P.c. 
Vessels passing canal............. 2,033 1,734 299 11.5 





Tonnage.......--e+e0. 1,259,533 1,007,850 251.683 25.0 
Receipts of tolls........ . $41,190 $87,764 $3,496 9.1 
Operating expenses 8,773 7,083 1,690 23.7 





The increase in business was considerable in spite of the de- 
pressed condition of the iron business of Lake Superior. The 
increase in tonnage is considerably larger than that in vessels, 
indicating an increased size of vessels in the trade. The 
average tonnage was 619.5 in 1875, and 581.2 in 1874. 


Tron Movement. 


The shipments of iron ore and pig iron from the Lake Supe- 
rior region from the opening of navigation up to Oct. 27 were 
as follows: 








Ore———— ———Pig—X. 

1875. 1874. 1875. 1874. 
Marquette...........++. 436,581 400,511 27,165 23,434 
Escanaba...,.. ...++++- 231,054 257,318 14,760 13,253 
TPAMBO. 2.02.00 ccecccees 64,735 nr) eS) ee 
Grand Island........... eeseees we weees 11,418 9,768 
Totals........s0000 732,370 741,263 53,343 46,455 


There was a decrease of 8,893 tons, or 1.2 per cent., in iron 
ore, and an increase of 6,888 tons, or 14.8 per cent., in pig iron. 


OLD AND NEW ROADS. 


Credit Valley. 

At the annual meeting in Toronto, Ont., Oct. 28, the Presi- 
dent reported that the grading is finished on 116% miles, leav- 
ing 42 miles to be done. Nearly all the larger bridges, most of 
the culverts, both on the main line and the Orangeville and 
Elora branches, and most of the fencing is done. e right of 
way is mainly paid for, and 56,017 ties are on hand. The work 
has been conducted economically. There are on hand $198,000 
in municipal bonds, part of which is not available, and none of 
the Government aid has yet been received. The work is now 
nearly at a stand-still, and must continue so unless more mone 


can be raised. To complete the road a further grant of $1, 
per mile from Government is needed, and some $275,000 in sub- 
sidies, 
Atlantic & Great Western. 
This company is putting up a car-hoist at Da . O., to ena- 
cars coming from Indianapolis and other Western points to 


be transferred to its tracks by changing the trucks. 


Cincinnati Southern. me a 
e Ohio Supreme Court, after hearing the argum , bas 
Tefused to fm the spoliceiion for a writ of mandamus to 
‘ompel the Auditor of Hamilton County to enter upon the du- 
cate the tax levied in Cincinnati to pay the interest on the 
thern Railroad bonds. The decision has nothing to do 
With the legality of the bonds, but is based entirely upon the 
law which provides that the city tax shall not exceed 16 mills 
® the dollar, and the fact that the interest tax, which is about 

four mills, would bring the levy up to 20 mills on the dollar. 
hat. action will be taken by the city remains to be seen. 
only way of raising the money to pay the interest appears 


to be for the City Council to reduce the appropriations for the 
city government by an amount sufficient to pay the interest. 
New Brunswick. 

The new bridge over the St. John River at Andover, N. B., 
has been completed. Trains now run regular] 
which is 100 miles from Gibson, the southeas terminus, 


and 29 miles beyond the late northern terminus at Florence- 
e. 


Southeastern, of Oanada. 


The branch, or extension, from Sutton, P. Q., eastward is 
now completed to Knowlton, 10 miles north by east from Sut- 
ton, and trains are running over it. It has been down on the 
maps a long time. 

Oosta Rica. 

Panama dates of Oct, 17 say: “The Costa Rica Railroad, with 
merely the funds the Government supplies, is re slow- 
ly but surely to completion. The amount shed by the 

easury is about forty thousand dollars a month, and, as 
things go, there is every certainty of increasing it to $100,000 


sta Rica will probably go over the road to Port Limon, for 
shipment on the Atlantic. 


New Mail Routes. 


An extension of mail service has been ordered over the Atchi- 
son, Topeka & Santa Fe road, from Granada, Col., to West Las 
Animas, 54 miles. 

Dividends. 

Dividends have been declared by the iene. companies : 

Cleveland & Pittsburgh, 134 per cent., quarterly, on the new 
guaranteed stock, payable Dec. 1. 

Pennsylvania, 2 per cent., erty, payable Nov. 30. 

Boston & Albany, 5 per cent., semi-annual, payable Nov. 15. 


Central, of Iowa. 


The decree of foreclosure sets forth that the amount of the 
first-mortgage bonds and accrued interest is $4,323,334.99, gold ; 
of the second-mortgage bonds and accrued inverest $1 136,246.86 4 
of the third-mortgage bonds, $420,000. The co finds that 
the first-mortgage deed provides that in case of a foreclosure 
the trustees should buy the property for the bondholders and 
convey it to a new compan be organized in such manner as 
the majority of them should direct. For the purpose of carrying 
out this clause, and in view of the fact that the property 
would not bring near its value in casb, and that the parties 
in interest have joined in asking the court to so order the 
foreclosure and sale as to preserve the priority of the first- 
a and at the same time allow the other interests 
to share in the benefit, the court appoints Lewis 
M. Fisher, Master, to make a sale upon four 
weeks’ notice to be given by advertisemennt. The Farmers’ 
Loan & Trust Company, trustee, is directed to buy the prop- 
erty and to convey it to the new company to be organized un- 
der the agreement. In case any party other than the trustee 
shall bid off the property, the master is to require a deporit of 
$100,000, gold, and if it is not forthcoming, he shall re-sell the 
property. e subordinate bondholders, general creditors 

stockholders will retain the usual right of redemption for 
@ year. 

John N. Rogers is appointed Special Master to determine 
the amount of costs, fees and expenses of the foreclosure and 

e. » 

The plan of reorganization, which is now pretty sure to be 
carried out, provides that the first-mortgage bondholders shall 
have the control and po - of the property; the second- 
mortgage bondholders shall receive a second class of stock for 
their bonds and accrued interest; the third-mortgage bond- 
holders and general creditors shall receive common stock for 
the face of their claims, and the present stockholders common 
stock to the amount of one-third of their present holdings. 


Atlanta & Richmond Air Line. 

The committee of renee ong bondholders give notice 
that under the provisions of the bondholders’ agreement, a 
meeting of the subscribers to that agreement will be held at 
No. 162 Broadway, New York, Nov. 16, at 12 noon. 


Manbattan Railway. 

This new com nys which is to build a rapid-transit road in 
the city of New York, was formally organized Nov. 10. As was 
generally anticipated, the Greenwich street and the Gilbert El- 
arate companies have control of the company and elected the 


New Jersey Southern. 


An agreement has been prepared which provides for a con- 
solidation of the Long Branch & Sea Shore, the New Jersey 
Southern, the Vineland, the Smyrna & Delaware Bay and the 
Kent County roads on the following conditions : 

1, Each road to be put in at a fixed valuation, one-half to be 
in stock and one-half in bonds, one year’s coupons to be funded 
and added to the amount of the bonds. This will make the 
amounts as follows : 





Total Registered 
Railroads: Bonds. Stock, 
Long Branch & 8. 8. (including $10,000 
bonds East End Hotel)....... Jébesbosdve $104,000 $87,500 
New Jersey Southern, first mortgage...... 1,220,000 1,140,000 
VEROIRRG. 000 cccccvccce Cocerccccccccccccccs 374,500 350, 
&D.B cocccccoce 156,500 146,200 
A I oon cc ccccccccscenscceacccecce 160,500 150,000 
Walt vena cc csninseuessoascooncs ++ +++ $2,015,500 $1,873,700 


The second-mortgage bondholders of the New Jersey South- 
ern Railroad are to exchange their bonds for common stock at 


Pm. The first-mortgage bondholders are tc buy in the New 
Jersey Southern firead—and Mr. Gould is to procure title to 
all the other roads—for transfer to the new company. 

8. The purchase of the New Jersey Southern Railroad is to 
be made by trustees appointed under the first agreement, and 
the reorganization and consolidation to be carried out by a 
committee appointed under the second agreement. 

4. The bonded debt upon the consolidated roads is not to 
exceed the following amounts: 





Issued in payment for roads, etc., as in No. 1...........+++ $2,015,500 
Reserved to provide for antecedent mortgages 

Branch & Sea Shore Railroad..............- $200,000 
Toms River Railroad; -» 120,000 
Pemberton & New York Railroad .......... eéesevee 375,000 





6. If Southern roads are not consolidated, then New J 
Southern Railroad is to be with Long Branch 
Sea Shore Railroad on the basis of the same figures at which 
they are to be represented ip e consolidation, — 

t> aes for consclidation to continue in force until 
May, 1877, with liberty to all parties to extend the time further 
if 





Mir John G. Stevens, who has been examining the property 
as an engineer, thinks that heavy renewals o rails will be 


to Andover, | to 


= month. In the course of eighteen months all the coffee of | C 


and recommends that steel be 


needed for the next few 
to He also thinks that but 
expected 


laid from Sandy Hook 

little increase of business 
Southern Division cannot 
connection is e. The D 
do 2 = pe —— and to 
considerable business t freigh frui szetere, 
etc., to the New Jersey line. ioe throng Hine to Bultionee’ 
could not compete with the established lines for heavy hte, 
owing tothe transfers needed. The net earnings of the New 
Jersey lines this year are about $100,000. This, Mr. Stevens 
thinks, can be doubled by the Delaware connection. The 
following are the estimates of work required to be done to put 
the pro: cond! th 


z 
E 
° 


Milined above: Vinelaed Bega 
ness ou above: (work that must be 
done immediately,) $28,500; (work that can be deferred a shcrt 
time,) $53,320; Smyrna & Delaware Bay Railroad, $38,520; ex- 
tension of Kent County Railroad to i Pond, $132,02£; 
extension of Kent County Railroad to (advised 
by Mr. Stevens,) $25,800; “ct “9 $27,816; telegraph 
lines across Delaware Bay, $10,000; telegraph along 
iw! Railroad, $5,000; new ro! stock, $88,000; total, 


The bondholders’ meeting was held. Nov. 8 and was # some- 
what stormy one. Mr. Thomas §. Fernon madea long ad 
objecting to the pen of consolidation om ¢ bendholdors 
to have noth do with Jay Gould. He 
had attempted eyrepiots the stock bel 
oe in the Long nch & Sea Shore and . 

hat the road would be worth nothing if the consolidation was 
carried out. = 

A long and stubborn discussion ensued between the advo- 
cates of the adoption of the plan of consolidation and its 
opponents. ‘The principal zine of the former was that to effect 
a reorganization of the roads covered by the New Jersey South- 
ern first mortgage the united action of $1,500,000 of first-mor‘- 
gage bonds was necessary, whereas the committee had never 

en able to get the consent of more than $887,000. Eight hun- 
dred thousand of the rest was eee by Mr, Greenleaf, 
who was present. The owners of these bonds are also owners of 
the New Jersey Southern second-mortgage bonds, and they a: 
immovably in favor of the consolidation scheme. believing that 
they can get more out ofit in the aggregate for their inve+t- 
ment than they could out of a foreclosure sale, which 
would sweep the seco! pment claims out of existence. A 
telegram was received from the Boston holders of the remain- 
ing ,000 of first-mortgage bonds, pledging them to consent 
to the action of the toting. Even with this addition the 
$800,000 bonds in favor. of reorganization would be in: ufficien’. 
The consolidation was, therefore, the only thing left, and that 
was at least better than nothing. 

Incidentally it was stated that there is one judgment againtt 
the New Jersey Southern road for $40,000, besides a number of 
smaller ones, the aggregate of which was not given ; that there 
are mechanics’ liens against it amounting to $40,000 more ; that 
there is very little chance of recovering the steamers sold by 
Gould, and that Gould owns the following bonds and stocks of 
the road: $100,000 first-mortgage bonds; a majorit 
of the second-mortgage bonds; 10,000 shares of stock 
which he took at 25 in id poe for the boats he sold the com- 
pany the entire Vineland extension, for which he claims to 

ave paid $400,000 cash out of his pocket; and equity in the 
1,619 shares of Long Branch & Sea Shore Railroad stock, before 
spoken of—he claims to own them outright—and collateral 
for between $250,000 and $300,000 more, which he says he spent 
on the road. 

Finally a number of the opponents of consolidation left the 
mooting, and those who remained voted to adopt the plan. 
The vote, however, amounts to very little, as comparatively 
few appear to have been present when it was taken. Messrs. 
Wm. Walter Phelps, Henry Day, John W. Sterling and C. W. 
Com eg were chosen trustees to sew to the carryirg out cf 
the plan. 


Flint & Pere Marquette. 

The Boston Advertiser says: “ This company passed tle 
coupons due on its consolidated sinking-fund 8 per cent. boncs 
due Nov. 1. Arrangements are being made for funding five cf 
the coupons from issue of its bonds into bonds 1ing 
interest at 8 per cent.” 

By the last annual report there were $2,425,000 of these 
bonds outstanding. The credit of the comuany has heretofore 
been good, but it has probably suffered the great de- 
pression in the lumber business, which apie 4 art 

n 


of the traffic of the road. The bonds are chiefly held ew 
England. 


Blue Ridge. ; 

The convention to advocate the completion of this road was 
held in Walhalla, 8. C., Nov. 2, a large number of delegates 
from South Carolina and a few from Tennessee being present. 
A number of speeches were made. Resolutions were ppeeed 
soqpeoiing Ge Legislature to give the use of the convict labor 
of the State to the road, and the convention adjourned to meet 
again in Knoxville, Tenn., Jan. 20, 187 
Des Moines Valley. 

A meeting of the land-grant bondholders of the former Des 
Moines Valley road is called for Nov. 15, at 2 p. m., at the office 
of Charles E. Whitehead, No. 61 Wall street, New York. 


000 | Baltimore & Ohio. 


At the request of the Baltimore grain dealers the company 
has made a reduction in the elevator rates at Locust Point. On 
grain from cars the rate for receiving, wicighing py J to 
cart or vessel, —- and storage for 1 


the charge has heretofore been 1% cents bushel, be Rei 
by consignees. The new rate is 144 cents per bushel. When 
taken from vessels the old rate was 2 cents per bushel, but will 


hereafter be 14% cents per bushel. For each ten 
days, or of the same, % cent has been charged for 


storage; the new rate is % cent per bushel. The e for 
iver in wien 


delivering grain in bags sewing and t 3 
specific weight in each. bag, has been regnced Sg ant The 


charge for screening and blowing remains the sam 
eS As nw ge in store 
until it has. been inspected graded 
spectors, unless by specie! oa ent, and warehouse receipts 
Fil.be ‘ora oly "7 Gob Waren topes of etes, 
» er, yment o 

Besides the new yard at Keyser, now the end of fhe Boon 

and Third divisions, which been heretofore descri the 


000 eT eee te ein a iat clean a 
, a trestle for coali: 
Reserved in treasury to be used in completing roads....... 789,500 a ag by a fect whieh aati 7 naling engines, 8 
Total bonds.............+- Sena E Nec te ct te cus, aeaes COMURED A ay my | ciadieaee dianondaeeiiton 
a brick er depot offices ee 
Gomunou stock as stated in No.1 ot 3 oiseed.22-02222./ 0100 | and two stories high, and e brick freight ‘bouse for local busi 
5. If first-mortgage bondholders should not become pur- a 7 5,000 sheep, six houses to hold 1,800 a 
—s 4 he ey Fors oor 4 how aay — the fhe which will shelter 100 horses and sheds for 2,000 cattle. The 
’ out of their share of profits of sale ,000 for i 
the Lo Branch & Sea Shore stock w he claims to own. yards are well supplied with water and thoroughly drained 


Ohesapeake & Ohio. 
A number of first-mortgage bondholders met in New York 
Nov. 2, and decided to invite the co-operation of other bond- 


holders ina plan for the reorganization of the company. All 
bondholders desiri 


to jéin mm the movement are requested to 
call on or send their names and number of bonds to Perkine, 
Livingston, Post & Co., No. 59 Liberty street, New York. 








[Continued on Page 471.] 
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Addresses.— Business letters should be addressed and drasis 
made payable to THe Rartreap Gazetre. VUommunications 
for the attention of the Editors should be addressed Eniror 
RarLeoap GazerreE. 





Passes.— All persons brane with this paper are forbidden 
circumstances, and we will be 


it ka of Ms office. 


Coatributions.—Subscribers and others will materially as- 
sist us in making our news accurate and complete they will 
send us early information of events which take under 
their , such as changes in railroad officers, organi- 
zations and changes of companies, the letting, e38 and 
completion Opin Sor new works or important improve 

experiments in the of roads 

and mach and in their, management, particulars as to 
38 of railroads, a Se me ering lee ame 

of subjects ing to ALL DEPARTMENTS 
of rairoad businase by men practeal ol big ua acquainted with them 
lige us ee aot arm 








ERIE REORCANIZATION. 





Sir Edward Watkin’s speech to the English stock and 
bondholders, a report of which we published last week, 
was in many respects remarkable. The report issued by 
him previously seemed to us weak and of little value ; but 
in his speech he certainly succeeds in telling some facts 
that the English proprietors needed to know, but which 
heretofore they seem resolutely to have shut their eyes to. 
Sir Edward, it seems, has discovered that the great ‘‘rescue” 
of the Erie property from the Gould directory was itself a 
robbery, and the first step in a great scheme of plunder, 
chiefly carried out in England and by Englishmen— or by 
residents of England, though using American corporations 
as its tools. ‘*This ‘rescue,’” said Sir Edward, ‘was a 
complete mistake.” These are not the words with which 
to characterize that transaction. It was no mis- 
take for the persons who executed it: they at- 
tained their objects, if not completely, at least 
far enough to satisfy ordinarily greedy people, and 
if some of them incurred losses afterwards, it was because 
they ventured too long on the gullibility of the public. 
The great mistake was in the Erie shareholders’ handing 
over the control of their property to the conscienceless men 
who bribed a board of directors to resign in order that 
they might profit by speculations in the stock of the Erie 
and in the handling of the proceeds of millions of dollars 
of bonds issued for this and other companies, 

But although Sir Edward Watkin has learned the true 
nature of the Erie rescue, he does not draw the legitimate 
conclusion that all the misfortunes of Erie since that time 
are primarily chargeable to’ English, not American, 
management. Ever since that time the company has 
been wholly in the control of ‘its stockholders. They 
handed it over without hesitation to the man who brought 
about the rescue ; and‘he has ¢hosen the directors and 
presidents ever since. If they have not been the best 
men for their places, it is his fault, for he had his choice. 

That he was not satisfied with their acts, is due chiefly to 
the fact that to give strength to. his schemes he needed men 
with a reputation for integrity and ability; and these men 
would not always carry out his, schemes, in spite of the 
fact that to them he was ‘the company—that he held all 
the shares offering to vote at the company’s elections. 
We in this country are so much blame for the condition 
of government ‘that permitted the outrages in the Erie af- 
fairs previous to the rescue that we usually think it becom- 
ing to submit meekly to any hard words English in- 
vestors in ‘the Erie Railway may see fit to throw 


at us. But, although’ ‘perhaps we ‘have never 
been . sufficiently punished. for this delinquency, 
it is not befitting that we should receive a 


castigation for another.and, different crime, not com- 


mitted by us, but by Englishmen themselves, and conse- 
quently a disgrace to London rather than New York. 
There has never been a time since this famous rescue 
that the English proprietors of the Erie Railway could not 
have managed the property just as they pleased, aside from 
the difficulties incident to the situation of a railroad long 
loosely and corruptly managed. They would have had the 
support of the courts and of public opinion in any effort 


to free the road from its complications, to 
manage it economically, and to make it profi- 
table to themselves. And we believe that the 


directors and officers actually in charge have generally 
aimed at an honest and economical management, and that 


9 | the irregular and dishonest proceedings of the company, 
0} such as the declaration of unearned dividends, and other 


devices for advancing the price of shares, were dictated 
from London by those who chose the directors, were the 


466 | Special representatives of nearly all the English share- 


holders, and to the President and directors appeared sub- 
stantially to be the proprietors of the property entrusted 
to their management, and therefore entitled in many re- 
spects to dictate their action. This does not justify them 
in accepting dictation to do. what were dishonest 
or deceitful acts; but we are not attempting to defend 
them: we only desire to show that primarily the blame 
should fall upon the English representatives of the share- 
holders, who not only chose the American management, 
but dictated to it the very acts that the English share- 
holders now complain of. As Americans, we cannot com- 
plain if we are held responsible for the events under the 
Gould and Fisk administration; but for what has occurred 
since we must plead not guilty. Sir Edward Watkin 
read a letter from a working gardener who had 
invested the savings of a lifetime in Atlantic 
& Great Western securities, and said he would be broken- 
hearted if he lost all. ‘‘ You need not look far to find the 
men who have been a party to this—men who are rolling 
in wealth and living in a way in which I cannot afford to 
live, and in a way in which I would not live if I could;” 
yet he says, ‘‘So far as I am concerned, I will not be a 
party to advising the bondholders to send over another 
shilling until we see the dawning o’ hope with regard to 
better legal administration and a larger diffusion of com- 
mon honesty, which I think I can see peeping on the 
horizon.” 

Now it is hardly fair for Englishmen to put their prop- 
erty into the hands of a thief, and then blame Americans 
because he stole it. Perhaps our police system is not so 
effective as it should be, and it would be harder to steal if 
we had a better one; but then the chief blame for the loss 
is certainly due to those who intrusted the property to 
the thief. This Americans did not do, they did not com- 
pel nor ask the English owners of the property to do it; 
the latter did it of their own free will, and are now suffer- 
ing the consequences of their own acts. 

Neither Sir Edward Watkin nor Mr. Morris, the solici- 
tor, presented any plan for reorganization; but both 
Tecommend as a feature of whatever plan may be adopted an 
arrangement with the shareholders which will continue 
their interest and prevent a hostile foreclosure. How 
any equitable plan can be formed on such a basis, with the 
further feature, still more strongly insisted upon, that no 
new capital shall be raised in England for the company, 
but that its floating debt and needed improvements shall 
be paid for out of net earnings that would otherwise go to 
the bondholders, we cannot see. Certainly, if the property 
is left alone, it is utterly impossible that the stock should 
ever receive any dividends— that is, it isentirely worthless. 
Now any scheme by which the road shall be made profita- 
ble by expending on it what would otherwise go to the 
bondholders for interest will simply create a value for the 
stock wholly at the expense of the bondholders; and no 
possible distribution of new bonds or shares to the bond- 
holders for their advances can prevent this... However, if 
the bondholders are willing, no one else has a right to 
complain; and if they make it a condition, as 
they certainly should, that they shall be given 
permanent control of the company, the $86,000,000 
of stock may not stand in their way much; as their own 
prior claims can be made to absorb all that the road can 
ever earn. And if the bondholders will consent to give 
up their interest for several years, the road can be made 
very profitable. The net earnings, if chiefly devoted to 
improving the road, will furnish capital probably about 
as fast as it can be expended to advantage, to bring the 
road up to an equality with its great competitors, behind 
which its necessities have compelled it to lag so long. 
But of course if the bondholders make an unprofitable 
property valuable by their expenditures and sacrifices, 
they should get the benefit of it. If the stockholders wish 
a share in the increased value, they should in some way pay 
part of its cost. They cannot do this like the bondholders 
by giving up their yearly income, because they have none, 
have not had any for years, and in the nature of things 
never can have any until new capital is expended on the 
toad. Tous the proper way seems to be for them to ad- 
vance this capital or part of it; but if the bondholders do 
not require them to, of course they will not be so foolish 
as to do it. 
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The great dangers, it seems to us, in a scheme of reor. 
ganization are that the bondholders may not be willing to 
devote the net earnings to expenditures for new construc. 
tion long enough; and, next, that they may, after all, 
leave the control of the corporation in the hands of g 
great army of stockholders having only the remotegt 
chance of dividends. In the first case, the railroad wil] 
remain unprofitable, or at least insufficiently profitable, 
It needs the expenditure of a good many millions to put 
the Erie Railway in condition to carry the traffic which it 
has and can readily get, with the greatest economy, and 
if..the bondholders claim their interest again 
about as soon as the floating debt is paid 
and some slight improvements made, the company 
will be pretty sure to come to bankruptcy again. In the 
second case, the past experience of this company ought to 
be sufficient to prove that efficient management is not pos- 
sible—that, indeed, corrupt management is almost sure— 
if a great railroad has its administration dictated by those 
who have no hope of dividends and therefore cannot profit 
by the economical management of the property. 

Sir Edward Watkin’s speech as a whole, however, creates 
a favorable impression of his ability. He has evidently 
investigated to some purpose, and he made some recom- 
mendations which are wholly to be approved. Such is 
the proposed thorough audit of the capital account since 
1867, by which an effort will be made to ascertain just 
what was bought with money expended on this account, 
just how much was paid for it, and the parties to all the 
contracts that seem grossly unfavorable to the company, 
and the circumstances under which they were made. It 
is not impossible that in this way some work for the pros- 
ecuting attorney may be discovered, and perhaps this 
eompany be lightened of some of its burdens. 

Both Sir Edward Watkin and Mr. Morris returned to 
England with a high opinion of the character and abilities 
of Mr. Hugh J. Jewett, the President and Receiver, though 
the former confesses that he came to this country ‘with 
the greatest possible prejudice against him,” This prob- 
ably insures Mr. Jewett’s retention, for the present at 
least, at the head of the company’s administration. So far 
as we are able to judge, this confidence is well deserved, 
and of course with his experience Mr. Jewett will be bet- 
ter qualified to manage the company’s affairs than another 
equally able railroad man coming fresh to this most com- 
plicated and involved corporation. 





bse Pullman Palace Car Company. 


This omen 8 stock is vb scattered throughout the 
country, and until this month it has paid dividends at the 
rate of 12 per cent. yearly. It has also issued bonds which 
are pretty well known in some money markets; but hith- 
erto we have seen no reports of its capital and business. 
These would be peculiarly interesting, because the busi- 
ness is comparatively a new one, and in its present rela- 
tions to railroad companies it is important to know its re- 
sults, on which, to a great extent, the equity of their con- 
tracts depends. 

The following brief statement, for the fiscal year ending 
with July last, we find in a Chicago paper. Apparently 
the figures are taken from the official report : 

The-company’s assets consist chiefly of 422 sleeping and 
other cars, valued at $7,877,615, or $18,665 each. It owns 
a building at No. 506 Michigan avenue, Chicago, valued 
at $21,900, and shops for construc‘ion and repairs in De- 
troit. It has, besides, a large amount of the stock of other 
sleeping-car companies, obtained, we presume, by consoli- 
dations, etc. The total assets are reported to have a value 
of $11,257,390. The property is represented by: 


REE BIOS Lod. 000 vccccecvccesce sececcceccnewssenasebi’ $5,826,200 
PamGed Get. soso 1000 ccc dtsTsrsccccccvetuvesoce coccccccce 2,747,000 
DOOR. ci0:0. 9 009,90 sh ogacceeney cbhivese oe casnennenteonesns $8,573,200 


For the year ending July 31 the receipts and expenses 
were: 


Gross. Per car. 

RNs. ii.5.00 450 -0-0105.06 0059000000000 00-4000 oF $2,558,646 $6,063 
Expenses, interest and dividends............- 2,228,419 5,281 
DING. Acs de dse sixes sadonyentbesr anne $330,227 $782 


We do not find the expenses reported separately, but 
12 per cent. in dividends were paid on the stock, which 
would amount to $699,144, and the bonds bear some of 
them 7 and some 8 per cent. interest. Assuming it to be 
74 on the average, the payments for interest would amount 
to $206,025, and there is left for working expenses for the 
year $1,323,250, which is less than 52 per cent. of the 
gross receipts, and an average of $3,138 per car owned. 

This company has $277,000 of 8 per cent. bonds that 
mature during the currrent year, and $598,000 of 7 per 
cent. bonds due in 1878. The November quarterly 
dividend lately declared is 2 per cent. instead of the usual 
3 per cent., the cause of which is said to be the need of 
accummulating asurplus to pay these bonds. Probably 
it would be possible to make a new loan to meet these 
obligations, but the recent arrangement by which another 
company’s cars will ran over what was probably its most 
important line, will, for a time at least, leave part of its 
cars without employment. Arrangements have been 
made to store the Michigan Central cars, or part of them, 
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tion next year is likely to give a great impulse to travel, 
and to increase the business of sleeping cars in still greater 
proportion. The Pullman Company will be sure to 
get at least its share of the business, where 
there are alternative lines, especially from foreigners ; 
for this company is known and famed the world over, 
having been most skillfully advertised in its early days. 
It is, too, beyond all question the best known, as it is 
much the greatest, company in this country, and is 
especially favored throughout the West. Of course its 
special popularity cannot avail it much where there are 
not alternative routes, on one of which it runs cars, such 
as that between New York and Chicago. 

The holders of this company’s shares can hardly 
complain of their lot, however. We believe 
that it has never before failed to pay 3 per cent 
quarterly since the company was fairly in working order. 
Adrop to 2 per cent. would not be an overwhelming 
calamity even if it should be permaneut; and in these 
days a stockholder who gets as much is usually counted 
fortunate. The stock is very largely held by railroad com- 
panies, which in this way are able to secure some of the 
profits of the sleeping-car business on their lines—a busi- 
ness that is usually enormously cqstly to the railroad 


company, though not to the sleeping-car com- 
pany, as contracts are usually made. Rail- 
rood men are also large— perhaps the chief 


—hoiders of this company’s stock. ‘That it will per- 
manently become as profitable as formerly is perhaps im- 
probable, as the railroad companies are hardly likely to 
renew their contracts as they expire on terms so favorable 
to the sleeping-car company. It seemed not to be appre- 
hended when these cars came into use, that it costs a great 
deal more to, haul a passenger in a sleeper than in an or- 
dinary car; but that fact is now pretty well understood, 
probably, and this further one, that the passenger gets a 
great deal more than his money’s worth when he Vuys a 
sleeping-car ticket, so that if the sleeping-car company 
makes a profit on the business, the railroad company must 
lose by it. 


The Advance _ in Rates. 


Within a few weeks there 1 have been advances in the 
passenger and freight through rates between the East and 
the West, and the former are now fixed at the charge 
which prevailed steadily several years until the competi- 
tive war broke out last spring; while the ruling freight 
rate, that on fourth class from Chicago to New York, is 
made 40 cents per hundred, grain, however, which usually 
is the same as fourth class, being only 30 cents. 

One of the worst effects of carrying in competition at 
unprofitable rates now becomes prominent. There is an 
outcry among shippers, echoed by some influential news- 
papers, that the railroad companies have combined to op- 
press the community by exacting exorbitant rates, and 
threats are published that the Grangers may, if this policy 
be insisted upon, ‘‘rise in their might” and put down the 
unconscionable ‘‘robber barons” who own the railroads 
and are trying to get some return on the capital invested 
in them. 

Now, however unreasonable these complaints may be, 
it is only natural that they should be made. The commu- 
nity at large has plenty to do in attending to its own 
affairs without studying minutely the history and results 
of railroad companies’ business. It sees very plainly that 
rates are made materially higher than they were last 
Spring and Summer, and of course it likes the low rates 
best. Having been carried for months from Chicago to 
New York for fifteen dollars, it is unpleasant to have to 
pay twenty-two dollars for the same journey; and doubt- 
less a forty cent rate from Chicago to New York takes a 
good deal more money from producers or consumers, or 
both, than a twenty-five cent rate. 

Of course the fact that a railroad company has carried 
for a longer or shorter time without profit or at a 
loss does not find it to do so forever; but when railroad 
companies in a detsructive contest with each other have 
accustomed the public to unreasonably low rates, they 
cannot complain if they are charged with oppression and 
extortion when they make an advance, though only to 
teasonable rates. 

There has never but once been a regular fourth-class 
tate between Chicago and New York lower than that 
tow in force, and that was only for the eleven 
days preceding the late advance. 
have been lower, it has been because the companies 
Were competing for traffic without regard to profit. 
During the fall and winter immediately after the panic 
the rate varied from 55 to 60 cents per hundred most of 
the time, and no one, we believe, has ever proposed de- 
liberately to make a fall rate less than the one now 
charged. 


The Northwest certainly should not complain if rates 
te made high enough to pay the carrier some profit. Of 
the companies which carry most of the through traffic, 
three; with three-fifths of the mileage, have paid no divi- 

for years, and the market values of their stocks 
have fallen off nearly one-half. Railroad owners as well 
merchants and farmers are entitled to earn some profits 


When the rates hel 


on their capital if they can obtain prices for their services 
high enough to enable them to do so. 

Of course it is possible that some kind of traffic will not 
move at all at rates which pay a fair profit. If that is the 
case (and if so it will soon become evident), it will be the 
best business policy of the railroads to reduce the rates 
for such traffic until it does move, provided such reduced 
rates pay the slightest profit. Doubtless the companies will 
do this; they are all too much in need of money to throw 
away any opportunity of making a few dollars of actual 
profit on any kind of business. But they have thrown 
away too much money already this year to be justified in 
carrying any more traffic at a loss;.and if grain will not 
come forward this winter unless it is carried at less than 
cost, then it ought to be left where it is until navigation 
opens, The railroads cannot be asked to mate a contribu- 
tion for the sake of keeping business active. There is, 
however, a good. prospect that there will be an active 
movement at rates admitting of some profit, and it will be 
the height of injustice to railroad proprietors if the com- 
panies do not take advantage of it. 








American Railroad Securities in Holland. 


A well-informed financial writer in Holland has recently 
published a statement of the amounts of the various issues 
of American railroad shares and bonds which have been 
sold in that country. This statement a correspondent there 


























sends us. It is as follows: 

I. Dividend-paying shares: Sold in 
Total Issue. Netherlands. 
Tilinois Central........-.ceceeeseeess $29,000,000 $8,000,000 
Chicago, Rock Island & Pacific....... 000 1,000,000 
Pittsburgh, Fort Wayne & Chicago... 19,714,000 2,200,000 

Baltimore & Ohio........ceeeseeeeees 13,143,000 300, 
Union Pacific. ......ccccccccoccedcoces 36,745,000 500,000 
DORE. cccsesnstenenseneensansion $123,602,000 $12,000,000 

2. Bonds on which a part of the interest is paid. 

Rate Total Sold in 
Paid. Issue. Netherlands. 
Oleveland, Mt. Vernon & Colum- 

bus Extension.........0+-ee000- 3% $3,500,000 $2,200,000 
Marietta & Pittaburgh............ 1,500,000 1,100,000 
Kansas Pacific..........s.eeeeeeee 344 ~—«6 500,000 700,000 
Oregon & California.........+.+++ 244 10,950,000 1,200,000 

MDM... sy ScnéYouevatees cadoheene $21,450,000 $5,200,000 

8. Bonds on which full interest is paid 

‘ Sold in 
Illinois Central: Whole Issue Netherlands. 

Redemption 68.......+ .seeeeeseees $2,800,000 $2,500,000 
Chicago & Northwestern : 

Madison Extension 78.........++++«« 3,150,000 3,150,000 

Menominee Extension 78......+.++- 2,700,000 2,700,000 

Winona & St. Peter 78........++++0- 4,375,000 4,375,000 

Northwestern ahaa - povccccces be 3,500,000 3,500,000 

Iowa Miuland 88 ER 700,000 

Consolidated 1s. occ ceccdeseseddeecs 9,758,000 1,000,000 
Central Pacific : 

ERI sat <ctsuekboaeestnses* 25,883,000 9,000,000 

California & Oregon 68.........-+-. 6,000,000 4,000,000 

San Joaquin Valley 68.........+++++ ,080,000 4,000,000 
Union Pacific : 

Matin Lame 65..5..ccccccocccccccee 27,236,000 6,000,000 
Atlantic & Great Western : 

ONIO Th. ccccocdcivccivrccacscocvcsee 4,000,000 2,000,000 
Chicago & Northwestern 78 5,000, 3,000,000 
Denver Pacific 7s8.......... 2,500,000 1,800,000 
Denver & Boulder Valley 7s 800,000 350,000 
South Pacific (of Mo.) 68... +++ 7,188,500 300,000 
North Missouri 78..........seeeeeees 000,000 500,000 
Denver & Rio Grande 78........+++++ 2,750,000 1,600,000 
Atchison, Topeka & Santa Fe7s...... 2,700,000 300,000 
Milwaukee & St. Paul 78..........+-- 000,000 700,000 
Do, other issues 78.........seeeeseees ,008,000 500,000 
Various 1oAns..ccccccccccsccccccecscss seecccce 500,000 

TOGA . sine o0'v cd nic cicede cb pavbiies $128,778,500 $52,075,000 
4. Shares with more or less prospect of dividend : 
Sold in 
Total issue. Netherlands. 
Chicago & Northwestern.........-... $21,484,000 $8,000, 
Milwaukee & St. Paul... 12,274,000 
Cleve,, Col., Cin. & Ind.. 000,000 250,000 
Michigan Central........ 18,738,000 500,000 
ys EE en re $67,496,000 $9,250,000 
5. Speculative shares : Sold in 
Total issue. Netherlands. 
MRR och svnnsnesscasehoe sioksarenatel $78,000,000 ,000, 
6. Bonds on which no interest is paid 
Sold in 
ge Issue. Nether! 
St. Paul & Pacific Branch Line.. $1,200,000 $1,200,000 
Consolidated. . 7380, 780,000 
bed " — TANG 2. cccccce 3,000,000 3,000,000 
CF BBD cccccccsccccsss 6,000,000 6,000,000 
St. Vincent oni Brainaia Extensions... 15,000,000* 10,635,000 
Atlantic, Miss. & Ohio...........2+0+. 6,000,000 4,000,000 
Missouri, Kansas & Teane (Union Pa. 

cific Southern Branch).........+++. 9,500,000 12,500,000 
Gilman, Clinton & Springfield....... + 2,000,000 600,000 
\Toledo, Peoria & Warsaw............ ,500,000 700,000 
Chesa; WB ORO 065. cicccceccccces 15,000,000 250,000 
Port Huron & Lake br >on gga adepione’ 1,700,000 800,000 
8t. Louis & Southeastern . 2,200,000 1,000,000 
Rockford, Rock Island & st. Louis. 9,000,000 600, 
West Wisconsin.........+... 4,000,000 1,000,000 
California Pacific Extension. 3,500,000 ,000 

h 1,000,000 600,000 
2,300,000 500, 
,000 1,800,000 
3,000,000 2,500,000 
2,700,000 100 
2,500, 1,800,000 
2,200,000 800,000 
4,700,000 250,000 
1,200, 500,000 
DOU vicccscdecccccececsccncescounes $112,480,000 $62,265,000 





ee Papaya medeorce to rent i & She henia.ct a banking beun, 


pledged for an advance of $900,000. 
R s lati 
Sold in 

Total Issue. Netherlands, 
1. Dividend paying shares......:..... $123,602,000 $12,000,000 
2. Bonds paying interest in part...... 21,450,000 5,200,000 
3. Bonds wed a interest in ype hile ; , 128,778,500 52,075,000 

4. some prospect of 
Mp €'0 Sebo tad de © caeiMA She Che bu 67,496,000 9,250,000 

5. ee al nd, ELT ae 7,000,000 

6. Bonds paying no interest.......... 112,480, ‘000 52,265,000 
PE occatancenecticeconosaceepenchd $531,806,500 $135,790,000 





Thus Holland owns about one-fourth of the total amount 


of the issues in which it is interested. On n 966, 515,000, or 
nearly one-half of its total holdings of American railroad 
securities, it at present gets no income whatever. 

It is obvious that this is not an encouraging result. 
Dutch investors have had great experience, and are gene- 
rally counted prudent and successful. Holland is one of 
the oldest investing countries and one of the largest in- 
vestors in foreign loans. It seems by this list to have 
taken more than $135,000.000 of our railroad securities— 
about one-thirtieth of the entire amount—though it is a 
country not much larger than the State of Maryland and 
with a population of 3,600,000—about equal to Pennsyl- 
vania’s. We may say that its securities represent about 
2,400 miles of average American railroad. 

Holland is not a large shareholder in American rail- 
roads. It is not particularly important that foreign 
holders should .be fortunate in their investments in such 
property, for shares are not supposed to be a certain source 
of income; but Holland has not been particularly unfor- 
tunate in this direction. Four-fifths of its holdings have 
earned and paid good dividends at some time, and nearly 
one-haif continues to do so, But with bonds the experi- 
ence is lamentable and discouraging. These are supposed 
to be ‘‘securities,” on which a man may depend for an 
income; but we see that of the purchases nade in Holland, 
amounting to $109,540,000, 48 per cent. pays no interest 
whatsoever, and 4} per cent. pays less than half as much 
as was promised. On the whole, the induction from the 
experience of Dutch investors in American railroad securi- 
ties is that the interest on our bonds is a little more likely 
not to be paid than to be paid. 

Further, of the bonds not paying interest all but two or 
three are of new roads, and, moreover, there are but four 
new railroads which do pay interest on their bonds, aside 
from those whose issues are made or guaranteed by old 
companies. All the latter pay in full. Thus, however 
much distrust in the securities of new companies may 
have been created by this experience, which almost war- 
rants the conc:usion that there is not one chance in twenty 
that such a company will pay, just the contrary effect 
should be produced with regard to issues made or guaran- 
teed by the old companies. Almost without exception the 
interest on these has been paid. 

Probably there is not now any great eagerness in Hol- 
land to invest in new issues of bonds by any but a very 
few of the soundest and strongest American companies; 
but it is reasonable to suppose that when the results of 
the past few years have been more carefully studied, loans 
offered by almost any American company that has met its 
engagements promptly for a series of years will receive 
due attention. Experience will be in their favor. Natur- 
ally, existing successful railroad companies may be sup- 
posed to be the best judges of the probable value of new 
railroad enterprises in the districts in which they work 
lines, while they can usually construct them cheaper and 
locate them more wisely than any other organizations. 
And though they make mistakes, as many companies have 
done, and burden themselves with unprofitable lines, they 
have at least other resources than the income from the new 
railroad from which to pay interest. This is the way. we 
may expect foreigners to reason, and it is good reasoning; 
but doubtless inductions from experience will have infi- 
nitely more weight than deductions fsom principles in de- 


me termining their actions. Now, as we have seen, as a rule, 


when an old railroad company has borrowed money, either 
to improve its road or to construct extensions or branches, 
it has paid as it promised ; while, as a rule, when a new 
company has borrowed it has not paid. Doubtless, by ex- 


000 | cluding the issues of new companies in the future foreign 


investors will lose some good bargains; but they begin to 
believe that the appearance of what is offered as a great 


) | bargain in European markets is pretty good proof that it 


is unsafe. They know that Americans are fond of large 
profits, and they believe that they are much better able 
than any Europeans to judge of the probable value of a 
new American railroad scheme, ‘ They will be satisfied to 
take safe and moderate profits, and the difference in the 
prevailing rates of interest here and in Europe makes the 
bonds bearing the lowest interest known here a profitable 
investment there. 



























Record of New Railroad Construction. 


This number of the Railroad Gazette has information of 
the laying of track on new railroads as follows: 
Pennsylvania.—The Moshannon Branch has been extended 
from Houtzdale, Pa., west to Kendrick’s, 2 miles. 
Paris & Danville.—The track has been extended from Rob- 
inson, Ill., southward 14 miles. 
Havana, Rantoul & Eastern.—The first track has been laid 
from Havana, Ill., eastward 7 miles. It is of 3-feet gauge. 
Albia, Knoxville & Des Moines.—Extended from Cedar Creek 
northwest to Knoxville, Ia., 19 miles. 
Hot Springs Branch.—The first track is laid from Malvern, 
Ark., on the St. Louis, Iron Mountain & Southern, westward to 
Lawrence, 18 miles, It is of 344-feet gauge. 
Southern Pacific.—The Los Angeles Division has been ex- 
tended from Colton, Cal., eastward 34 miles to a point beyond 
the San Gorgonio Pass. 





completed in the United States in 1875, against 1,524 miles re 


This is a total of 94 miles of new railroad, making 1,080 miles 
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ported for the same period in 1874, 3,130 miles in 1873, and 
5,840 in 1872. 








Tue Price or Locomorives has gone up pretty fast lately, 
if we are to believe certain narrow-gauge advocates, for we 
find one of them out in Iowa saying, as an argument in favor 
of a road of that description, that ‘a wide-gauge engipe costs 
all the way from $20,000 to $35,000, while a first-class narrow- 
gauge engine costs only $6,000.” It is a good while now since 
any maker got even $20,000 for an engine, and if our Iowa man 
will ask for prices we think he will find several manufacturers 
who will be glad to build him a first-class wide-gauge engine 
for one half of $20,000, or perhaps $1,000 or so less. As for the 
superior cheapness of narrow-gauge engines, we are sure that 
any builder will make locomotives of a given power and weight 
quite as cheaply for 4 ft. 8% in; as for3 feet gauge, and that he 
would a little rather build the wider gauge. The statement, 
however, is only a sample of the wild assertions which many of 
the narrow-gauge advocates use as argument. 








‘Tue PARLIAMENT OF THE NETHERLANDS has been petitioned 
to appoint a committee to investigate the issues of American 
loans in the money markets of that country, and it is thought 
possible that such an inquiry will be ordered, something like 
that into the Honduras and other similar loans made by a 
committee of the British Parliament. Sundry American rai!- 
road loans and the methods pursued by Dutch bankers in 
placing them are thought to deserve especial attention. 





A Journey Westward. 


Z. 

The writer, in order to keep himself and the readers of the 
Railroad Gazette informed of what is going on, must from 
time to time go visiting; that is, must travel over the different 
roads, go to the workshops and manufactories, and call on en- 
gineers. While doing so, it is his duty to keep himself in that 
receptive mental attitude which will enable him to see and to 
hear all the information of new events which may be of interest 
or profit to himself, or the public which he addresses. It was 
with this object in view that he recently turned westward, with 
the intention of visiting the principal places in the Western 
States of interest to railroad men, and it is his purpose in this 
and some future letters to chronicle those things that he may see 
or hear, which seem likely to interest readers of the Railroad 
Gazette. 





PHILADELPHIA. 

To the westward traveller from New York, over the Pennsyl- 
vania Railroad, Philadelphia opens its broad avenues and its 
fair park as soon as he gets within her boundaries, and as 
though she was trying still further to lure the stranger to 
tarry, she gives him a glimpse of the Centennial buildings, as» 
he glides past her park and skirts the banks of the Schuyllall. 

The first place visited here was ~ 


THE BALDWIN LOCOMOTIVE WORKS, 

which is usually one of the chief attractions to railroad men 
in Philadelphia. The men in this establishment are working 
short time, although during this visit an order for locomotives 
from South America and another from one of the Pennsylvania 
roads were secured. Mr. Henszey, the Mechanical Engineer of 
this establishment, has recently been giving his attention to 
the application of steam to street railroad cars. The scbstitu- 

ion of steam for horse power seems certain to be made at some 
time in the future. One of the marked effects of the dull times 
is that more attention is given to new improvements and 
methods of economy thanin busy times. When there are 
plenty of orders and shops are busy the proprietors are usually 
unwilling to undertake any new projects, because they interfere 
with more profitable work, but when it is difficult to get orders 
there is greater willinghess to undertake odd jobs in order to 
keep men and machinery employed. In this way dull times 
often do good, which is not at first apparent. 


MANUFACTURE OF MACHINISTS’ TOOLS. 
All the shops engaged in this branch of business which are 
clustered around the Baldwin Locomotive Works are very dull. 
The universal report is few orders and little prospect of any at 


present. 
A. WHITNEY & SONS 


are doing a fair business in car wheels, but not equal to their 
capacity of production. There is, of course, no portion of rail- 
road equipment, excepting perhaps rails, which is so absolute- 
ly certain to wear out as car wheels, andit is for this reason 
thut most wheel-makers are doing a proportionally better 
business than any other class of manufacturers. 


N. & A. MIDDLETON & CO. 

As most of our readers know, the principal business of this 
well-known firm of spring manufacturers is the manufacture of 
what is called the “combined spiral spring.” These are com- 
posed of a number of spiral springs made of Bessemer steel 
w're, whose size varies from No. 3 to No.7 wire gauge. The 
coils which compose one car spring are inclosed ina pair of 
cast-iron “ cases,” which fit into each other telescope fashion, 
so that the coils inside can move freely, and thus give the 
requisite elasticity. In making the coils the wire is first 
wound on mandrils, varying from 8% to % in. in diameter, ac- 
cording to the size of the wire. Thus wire ¥4 in. in diameter 
is wound on a % mandril with % in. pitch. It is then cut off 
in lengths of about 8in. In this condition the wire has very 
little elasticity. Before it is put into the cases the coils are 
cempressed endwise in a machine made specially for the pur- 
pose, so that the coils are brought up solid. When this is 
done, they receive a permanent set, so that the coils are only 
about 444 inches long; but it is said that they will always re- 
cover this length, no matter how often they are compressed. 

We will not attempt to give a reason for this phenomenon, nor 
to theorize about the strains to which the fibers of the steel are 
subjected, but will simply state the fact. 

All the work on these springs in coiling the wire, cutting it 


be square is done by special and very ingenious machinery 
designed for the purpose. 
Besides the simple combined spring described, this firm also 
manufacture what is known as the wool-packed spring. In 
these the coils are filled with wool, which is very firmly com- 
pressed into the insides of the coils. This is also done by a 
special machine of very ingenious construction, They also 
make what is called Godley’s buffer spring, made of coiled 
steel, of a sort of cruciform section. They make in all 438 dif- 
ferent patterns of springs. 
A. & P. ROBERTS & CO., 
proprietors of the Pencoyd Iron Works, say that they have 
been quite busy on orders for channel, angle and tee iron for 
the Centennial buildings. The manufacture of channel iron is 
a comparatively new portion of their business. They now make 
5, 6, 8,9 and 10 in. channels and the usual sizes of tees and 
angles. The chief, or a very important, part of their business, 
in which they have long been employed, is the manufacture of 
car axles. 

WHARTON SWITCH COMPANY. 
This company has recently erected new works on Washing- 
ton avenue, between Twenty-third and Twenty-fourth streets. 
Their new shops are admirably adapted to their business, 
which is the manufacture of the Wharton switch, frogs, cross- 
ings, etc. Such work necessarily requires a great deal of room, 
of which they have an..bundance. In the manufacture of frogs 
and crossings, it is of the utmost importance that the angle of 
the rails should be perfectly correct. In order to secure the 
greatest possible accuracy in this respect they have construct- 
ed an enormous drawing-board 50 ft. long < 25 ft. wide, which 
is suspended from the ceiling of the shop by iron rods high 
enough above the floor not to interrupt the work in progress 
below. On this board the frogs and crossings are laid down 
full size, so that the workmen can get the dimensions without 
danger of error due to measuring from a drawing made toa 
different scale from the work itself. 
The Wharton switch is now extensively used on the Pennsyl- 
vania, the Philadelphia, Wilmington & Baltimore, and many 
other roads. 

STANDARD STEEL WORKS. 

This establishment is now. completely reorganized and pre- 
pared to furnish locomotive tires and the other articles which 


they manufacture. 
SCHUTTE & GOEHRING. 


This firm are the licensees in this country for the manufac- 
ture of Korting’s patent jets. These are employed for different 
purposes, among them for car ventilators, of which they have 
made some very excellent patterns. As one of these is en- 
graved for the Railroad Gazette, no further description will be 
given here. These gentlemen state that they can adapt the 
principle employed in the construction of their jets to supply, 
as well as to exhaust, ventilators. 


JAMES SPEAR & CO. 

This firm manufacture, among other kinds of stoves, warm- 
air heaters for cars. These are arranged so as to furnish a 
supply of fresh warm air to the car. The cold air is admitted 
by means of a fixed hood on top of the car. It thence passes 
down around the stove, and is delivered into the car warm. 
The chief and we believe only difficulty with this arrangement 
is the uncertainty of the supply of air furnished by this hood. 
When the wind or speed of the train is favorable, the supply is 
ample; but with a side wind or under other unfavorable condi- 
tions, it is doubtful whether at times any air enters the car. It 
is even probable that the motion of the column of air in the 
supply pipe is sometimes reversed. These difficulties, we be- 
lieve, would be entirely overcome by the use of Koerting’s sup- 
ply ventila‘ors, which, being constructed so as to turn with 
the : irection of the wind, always insure an ample supply of air 
when the car is in motion. 

Messrs. Spear also exhibited a very neat modification of the 
Franklin stove, which enables the fire in it to be regulated 
with much greater facility than in the old forms, and at the 
same time affords the luxury of an open fire. The orders for 
their car stoves have this fall exceeded their capacity for sup- 
plying them—a condition of things which is not very common 
among manufacturers this year. 

CAR WORKS. 

Messrs. W. C. Allison & Sons and J. G. Brill & Co. both bear 
testimony to dull times, although each of these establishments 
is executing some orders. The latter firm are chiefly employed 
on street cars. 

BRIDGES. 

At the present time there is no place in the country where 
such fine examples and so great a variety of bridge construc- 
tion may be seen and are in progress as in and about Philadel- 
phia. Without undertaking anything hke a full description of 
them, a few observations may be interesting. 

There is, in the first place, the old Market-street bridge over 
the Schuylkill, which at one time was considered a remarkable 
example of bridge engineering. It is a wooden truss, strength- 
ened with wooden arches. Just below it one square is the 
Chestnut-street bridge, which consists of two cast-iron arches 
over the stream, with two masonry arches at each approach. 
This is one of the few examples of cast-iron arch bridges in 
this country. The ornamentation is somewhat absurd, but it 


tirely bad in appearance. 
Still further down the river is the South-street bridge, de- 


of his death, nor at the present time. 





off, compressing it and truing up the ends'of the coils so as to 


is very hard to make an arch, especially if it is a long one, en- 


signed by the late Mr. Mu phy, but not completed at the time 
The bridge consists of 
two’ spans, with a double draw-span in the center. The con- 
struction is that of a truss with vertical Phonix posts. The 
tension rods are made so as to have but a single intersection 
of the one with the other, and are placed at a very steep incli- 
nation, probably not more than 30 degrees. The three columns 
nearest the ends of the fixed spans are reinforced with bars 
bolted to the columns between the two flanges of each section 
of the post. The sidewalks are carried on projecting floor- 


and the adjoining spans are carried on tubular cast-iron co}. 
umns, which were sunk by excavations from the inside. The 
method of doing this was illustrated in the Railroad Gazette, 
few years ago. 

Ever since the commencement of this bridge, it seems 9 
have been attended with bad luck, which has followed it attr 
the death of its designer. One of the cast-iron columns wig 
knocked over by a scow before the bridge was up, and after the 
draw was in position and mounted on a set of Eccles’ conica] 
friction rollers, it was found that the cogs in the center of thege 
rollers very soon broke and ground each other to pieces. It 
was therefore necessary to take them out, and Messrs, Wm, 
Sellers & Co. are now engaged in replacing them with a set of 
their own design and manufacture. 

The ornamentation on this bridge would, we think, make 
Ruskin profane. That at the portals looks asif the iron of 
which it is constructed had a nightmare when in molten state, 
and ‘cooled before waking, and was then put up at the ends of 
the bridge. 

The approaches to the bridge are carried on masonry arches 
and over the railroad on the west side on short iron trusses. 
Above the Market street bridge is the site of the old Fair- 
mount wire suspension bridge, which has been removed and 
replaced by a truss double-deck bridge. The main span is the 
same as that of the wire bridge, which was, we believe, between 
400 and 500 feet. There are tworoadways, one carried on the top 
chord, and the other between the trusses and resting on 
the bottom chord. The top roadway is carried over the tracks 
of the Pennsylvania Railroad on the west bank of the Schuyl- 
kill, andis one of the main avenues of travel between Phila- 
delphia proper and West Philadelphia. The lower roadway 
turns to the northward before reaching the tracks, and leads in 
the direction of the Park. At each end of the main span the 
upper roadway is carried on wrought-iron Phoenix columns and 
over the Pennsylvania Railroad tracks on a truss of about 100 
feet span. The portion carried on the columns is ornamented 
at the top with galvanized sheet-iron arches, so as to give them 
the appearance of an arched colonnade. After these were com- 
pleted it was thought that the posts of the bridge should be 
similarly treated, in order to correspond with the rest. Incon- 
ceiyable as it may seem, the authorities of the city of Phila- 
delphia have put up what are intended to represent arches on 
posts which now have no apparent support. What makes the: 
absurdity the more apparent is, that between each two posts 
which appear to support these arches, the tension rods intersect 
each other, and cross the space between the arches diagonally. 
The whole of the ornament is a galvanized lie ; it is meretri- 
cious to the greatest degree, and every epithet synonymous 
with vile might be applied to it without departing much from 
the truth. The bridge itself was designed and built by the 
Keystone Bridge Company, but we are glad to say that they 
are not responsible for the mssthetic features in it. The 
masonry at each end of the bridge is of the very best kind, 
and the structure itself is of the best design and construction 
which our present knowledge of the art of iron truss bridge 
building will admit of, and if its construction had been 
properly ornamented, instead of constructing these hideous 
galvanized deformities, it would haye been a structure which 
any one could have regarded with pleasure instead of shame, 
which latter every Philadelphian ought now to feel every time 
he sees what is with accidental irony called Fair-mount 
bridge. 

That there must have been some mental obliquity in the 
designer of this calumny on art, is suggested by the fact that 
the line of the bridge is crooked, {both vertically and hori- 
zontally ; not bent in a graceful curve, but “kinked” in a 
form suggestive of pain. If some discriminating stroke of 
lightning would only strip this structure of its tawdry habili- 
ments, Philadelphia would haye reason for feeling more 
virtuous than any of her people ought to feel while this 
abomination stands. 

In striking contrast with the Fairmount bridge is the one 
which carries Girard avenue over the Schuylkill. his avenue 
is the main thoroughfare leading to the Park. The roadway is 
carried on the top chords of the trusses, of which there are 
seven to each span. The roadway, including sidewalks, is 100 
feet wide, and it is said to be the widest bridge in the world. 
There are five spans, three of 200 feet each measured from cen- 
ter to center of the piers, and two of 137 feet each. Altogether 
the bridge is 1,000 feet long. The trusses have vertical posts of 
the Phoenix pattern, and the tension rods intersect each other 
twice and cross two panels of the truss. The ornamentation con- 
sists of simple cast-iron rosettes at the intersections of the ten- 
sion rods and pendants of the same material at the lower ends 
of the posts. The rods and posts are painted a light buff color] 
with a little red and blue for contrast. The top chords are 
painted in sober colors, as becomes the traditions of Philadel- 
phians. The sidewalks above have cast-iron balustrades orna- 
mented with bronze shields. The walks themselves are paved 
with white marble. Over each pier are refuge bays with seats 
and ornamented lamp-posts. The whole of the construction of 
the bridge is ornamented in a manner appropriate to its con- 
struction and to the material of which itis made. Nothing is 
done to make it look like what it is not, and it may be taken as 
an excellent example of bridge architecture of the present day. 

Just above the Girard avenue bridge is that which carries 
the Pennsylvania Railroad across the river. This is an iron 
Pratt truss, strengthened with arches—a rather unusual form 
of construction of an iron bridge. 

The Reading Railroad has laid the foundation for the piers 
of a stone bridge across the Wissahickon on the Norristown 
Branch of their road. The bridge is inside the limits of Fair- 
mount Park. Itis to be a double-track bridge of five spans of 
65 feet each. The form of the arches is that of a portion of an 
arc of a circle, the rise being 26 feet. The piers are 9 ft. 6 in. 
The height of bridge will be 64 feet from top of coping to sul 
face of the water in the dam below. The bridge is 31 feet 
wide over parapets and 36% feet over the piers. The piers 





beams, which extend far enough to carry the walks. 


The draw 


in the centre of the dam are sunk 36 feet below the aurface of 
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the water. They are to be built of Conshohocken limestone. 
The superstructure is to be of granite. This bridge, when it is 
completed, will evidently be an excellent example of a 
masonry structure, which will afford a striking contrast to 
tae later forms built of iron. 

Not far from the south side of Fairmount Park, along which 
the main Centennial Buildings are located, and nearly parallel 
with the line of the Park, the line of the Pennsylvania Railroad 
is located in a cut sufficently wide for ten or twelve tracks, on 
which freight and cattle trains are “shunted.” All the main 
avenues, excepting one, which lead from the city to the Centen- 
nial Buildings cross these tracks, so that it is absolutely 
necessary for safety and convenience to bridge over the tracks. 
Bridges have therefore been contracted for at the crossing of 
Fortieth and Forty-first streets, and also at Belmont avenue. 

The bridge for Fortieth street is to be constructed on the 
Ordish system, of which there is, we believe, at present no ex- 
ample in this country. In this system a stiffening truss is car- 
ried by straight suspension rods or cables, the weight of which 
is carried by a catenary cable. The bridge will be 328 feet long 
from center to center of the end piers and 169 feet from center 
to center of the towers. The roadway is to be 40 feet wide and 
the footways each 10 feet. The construction will be highly or- 
namental, and when completed will doubtless attract a great 
deal of attention. The bridge is to be constructed and erected 
by the Keystone Bridge Company of Pittsburgh, of which Mr. 
Linville is the President. 

The bridge for Forty-first street is to be of the stiffened tri- 
angular truss pattern, designed by Messrs. Wilson and Petit. 
The bridge will be 213 feet 4 inches long from center to center 
of end piers. The trusses will be 21 feet high. The roadway 
and sidewalks will be of the same dimensions as the preceding 
example, and will be carried on the lower chord of the bridge. 
This bridgeis to be built by the Delaware Bridge Company, 
whose office is in New York and of which Mr. Charles Macdon- 
ald is the President. 

At the point where Belmont avenue crosses the railroad, it also 
intersects Girard avenue. This gives the plan of the bridge a 
somewhat peculiar form, which we can compare to nothing but 
the horizontal bar of a Maltese cross. The bridge truss is to 
be of an ordinary pattern, constructed by the Edge Moor Iron 
Co. and erected by Messrs. J. H. Cofrode & Co. 

Besides these, there is to be an ornamental] bridge across the 
ravine in the Park, which separates the Horticultural and Agri- 
cultural buildings from the main Centennial buildings. There 
will therefore be a number of examples of American bridge con- 
struction for the inspection of visitors at the Centennial. Some 
of these, as we have already indicated, are very good ones, 
others the reverse; while one of the best has been spoiled by 
the absurd way in which it is “‘ finished.” 

WILMINGTON. 

The writer’s visit to Wilmington was so short that there was 
not time to visit all the places he intended to. The works 
which he went especially to visit were those of the Edge Moor 
I:on Company. His stay was entirely too brief to enable him 
evon toattempt a description of this remarkable establishment. 
It is situated on the banks of the Delaware River about three 
miles from Wilmington. The nearest station is Ellersley, 
but through the kindness of Mr. W. W. Lobdell, the writer had 
a delightful drive down there on an exquisite Indian Summer 
day. A visitor to these works will find that a remark made by 
an engineer recently is, if not literally true, yet near enough 
to convey a tolerably correct idea of the equipment of these 
shops. This remark was that ‘‘nothing there is like anything 
anywhere else.” The whole equipment is certainly designed 
with the most consummate skill and ingenuity. The work 
which itis intended to do is bridge work, heavy roofs, etc. 
The intention of the proprietors is to do such work for engineers 
who have no works, but only a position on public works or an 
oflice practice. They intend that a half-dozen different en- 
gineers who are all bidding for the same contract may all bring 
their plans and have estimates made for them and 
atthe same time feel assured that neither the plans nor the 
prices of one will be revealed to another. This 1s the manner 
in which a great deal of work in Europe is done, and it is hard 
to see any reason why it should not succeed here. It would be 
impossible with the time disposable for examining these works, 
during this visit, or in the space left here, to describe them. 
It is hoped, however, in the future, having more time and 
space, to give a full description. 

Visits were made to the works of the Jackson & Sharp Com- 
pany, the Diamond State Iron Company, the Lobdell Car Wheel 
Company’s works, and the shops of the Philadelphia, Wilming- 
ton & Baltimore Railroad. Lack of time prevented calling at 
the Harlem & Hollingsworth Company’s shops. The first- 
named firm are dull. They had nearly completed eight or ten 
cars for the New York Elevated Railroad, and a few others 
for different roads through the country. Mr. Hodgman showed 
asteel boiler, a number of which he has built. He reports 

very favorably of them and experiences much less trouble in 
the use of steel for the outside of the boiler than for the fire- 
box inside. 

An hour’s ride brought the writer back to Philadelphia, 
Where his report must for the present end. 








Annual Meeting of the American Society of Civil Engine®rs. 

The twenty-third annual meeting of this association was held 
on Wednesday, Nov. 3. 

The annual report of the board of directors upon the affairs 
Of the society waswead, from which it appears that the increase 
immembership during the year was 48, and that the present 
Number is 492. By donation and purchase, there were added 
‘© the library about 850 books and pamphlets, many photo- 
Staphs, and other illustrations of engineering structures. The 

er’s report shows the finances of the Society to be 

Satisfactory condition; the increase in receipts keeping pace 
With increased expenditures during the year, incident to change 
Mlocation of the Society rooms. 





Officers were elected as follows: George 8. Greene, President; 
Theodore G. Ellis, W. Milnor Roberts, Vice-Presidents; Gabriel 
Leverich, Secretary; John Bogart, Treasurer; Octave Chanute, 
Alexander L. Holley, Francis Collingwood, Quincy A. Gillmore 
and Julius W. Adams, Directors. 

Subsequently the Standing Committees were appointed as 
follows: 

On Finance—Messrs. Roberts, Gillmore and Collingwood. 

On Library—Messrs. Holley, Bogart and. Ellis. 

The Norman Medal was awarded for ‘Description and Re- 
sults of Hydraulic Experiments with large Apertures at Holy- 
oke, Mass., in 1874,” by Gen. Theodore G. Ellis. 

Reports of committees on ‘Tests of American Iron and 
Steel,” “Time and Place of the Eighth Annual Convention,’ 
“Mutual Benefit Society,” and on “Policy of the Society” 
were accepted. It was determined to hold the next annual 
convention at Philadelphia, June 18—15, 1876. The matter 
of presenting .American engineering at the Centennial 
was referred to a committee. A proposition that ac- 


weights and measures was discussed, and amendments to the 
by-laws relating to the appointment of a committee to report on 
professional topics or perform expert service ; annual conven- 
tions being declared business meetings; making past presi- 
dents of the Society members of the board of direction; holding 
social meetings at the Society’s rooms during the winter, and 
other matters were considered and duly referred. 

The annual dinner was had at Delmonico’s. 
G. Ellis presided, and informal speeches were made by Messrs. 
Roberts, Briggs, Holly Bloor, Western, Thurston, and others. 


@eneral Qrailroad Wlews . 
THE SCRAP HEAP, 
Regulations for Superfine Track. 
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sure to grumble. 


closed regulations may be of interest to some of your readers, 


‘perfect track.’” 
MAINTENANCE OF WAY. 


two foremen, three supervisors, and four assistant engineers. 
Each of these shall have two clerks. 
“The supervisors must make a daily inspection of the track. 


senger train. 


unless they are very busy at home. 
“They must make up the road-bed, wash the face of the track, 


a plaster on all cuts every day. 
“They must, before each annual ins 


ments shaved, and all fences and telegraph poles whitewashed. 
‘* All subordinates must chew coffee for a week before inspec- 


officials, none of whom ever drink. 

“ Policing must be rigidly enforced. Arrest any laborer who 
takes a switch home for his wife’s back hair, or uses a frog for 
fish-bait. If a man don't want to shovel, let him take his pick. 

“For repairing the track, select the time when the most 
trains are due. Stop work for thirty minutes before and after 
the arrival of each train. Better sacrifice your own time than 
the lives of the company’s employees. 

‘“‘ Foremen must see to the gathering of all perishable crops 
along the road, such as melons, peaches, etc. Quail, rabbits, 
etc., should be attended to in season. 

“An accurate account must be kept of all oil, waste, cinders 
cigar stumps and_ empty bottles gathered on the road-bed, an 


supervisor, and $1.50 to the Chief Clerk, M. W.” 
Railroad Manufactures. 


on repairs and are building some oil tank cars. 


for a street railroad. 

Gilbert, Bush & Co., of Green Island, near Troy, 
been turning out some new Wagner sleeping coaches for the 
new line over the Michigan Central to Chicago. 

The Indianapolis Journal says: “The managers of the In- 


the manufacture of steel rails by the process which was tes 
at their mills a few days since, they thinking there are not 
enough steel rails in use in this ber we to jan so heavy an 
expense as arranging for their manufacture would incur.” 

The Taunton Locomotive Works are running seven hours per 


day. 
The Mason Machine Works at Taunton, Mass., are running 
eight hours per day. 
awkins & Burrall, of Springhelé, Mass., have just com- 
leted a Howe truss bridge eet long, in two spans, for the 
Borin eld & New London road, besides highway bridges for 
Lee, ss., and ‘Hartford, Conn. ey are now ding a 
Howe truss 225 feet long, in two spans, for the Connecticut 
Central at Scitico, Conn.; another of 100 feet span for the Bos- 
ton, Clinton & Fitchburg, at Clinton, Mass., and several plate- 
girder bridges for the Boston & Albany. 

The Washburn Car Wheel Works at Hartford, Conn., are 
running about 24 wheels per day for the Boston & Albany and 
the New York, New Haven & Hartford. 

The Rogers Locomotive Works at Paterson have about 300 
men employed; they recently shipped some engines to Cuba. 

The Daniorth Locomotive Works at Paterson are building 
silk machinery and some iron work for the Delaware Bridge 
Company; they have one engine in the shop, for the Rhinebeck 
& Connecticut road. 


Oompressed Air Locomotives. 

The London Builder, in mentioning the fact that Herr Humbold 
is manufacturing narrow-gauge compressed air locomotives at 
his factory at Kalk, on the Rhine, remarks : “‘ The greatest diffi- 
culty seems to be to provide the engines with a sufficient store 
of compressed air, 80 as to be able to run certain required dis- 
tances. They are therefore supplied with an air-reservoir or 
air-boiler, if that expression be permissible, resting on a car- 
riage frame. The same frame also carries the twin engines 
moved by the compressed air. The tension of the stored-up air 
naturally decreases gradually, until the pressure becomes so 
small that it cannot overcome the resistance any longer, and 
the engine consequently s But the s of air may be 
80 re; ted as to perform the work req ; moreover, is 
not, steam, dependent on the temperature, and is not af- 











fected by sto etc. To make compressed air last a cer- 
tain time an Metance itis only necessary to condense it to 








a corresponding 
to its condensati 
explosion at too hi 
there is a difficulty in so 
to make them practically workable, even at a very high ten- 
sion. On the one hand, too great compression raises 
perature too much, while on the other, on the re-expanhsion of 
the escaping air the temperature is lowered to such a degree 
that ice would form. Practically, therefore, air has hitherto 
been condensed only to a pressure of four or five atmospheres, 


tion be taken towards adopting the metric system of 



































Gen. Theodore 


enever men are required to take any extra trouble to do 
their work better or neater than formerly, some of them are 
Perhaps the following is the result of this 
grumbling spirit, but it is not so bad as a joke. It is sent ona 
printed slip to us, with a note reading: “Perhaps the en- 


and may help in accomplishing that great desideratum, a 


“To each sub-division of ten miles there shall be one laborer, 
This can usually be done best from the smoking car of a pas- 
“Foremen must visit their sections at least once a week, 
comb the heads of the spikes, bathe the joints of the rails, and put 
tion, have the road 


swept, the ends of all ties as ene the faces of all embank- 


tion, so that their breath will not be offensive to the inspecting 


the foremen shall every year send a report of the same to the 


The Huntingdon (Pa.) Car Works have a small force at work 
The Bethlehem Iron Company is running a lot of steel rails 
N. Y., have 


dianapolis Rolling Mill have abandoned the idea of cong | 









and to pay them a commission of $2.50 
bound and $2 per car on west-bound t. 





Supreme Court Nov. 


high pressure. But there is a limit even 
for leaving the possible danger of 

a pressure out of consideration: 
constructing condensers as 


e tem- 


and calculations have shown that a pressure of this power ina 


closed reservoir of the dimensions of a boiler as generally em- 


ployed in mines is sufficient to move not only the dead weight 
of the locomotive but also a useful load on the horizontal way 
a tolerably long distance with the same ease and quickness as 
is now the case if men or horses are used for traction. If the 
stored-up air of one reservoir should not be found sufficient for 
a certain distance, two or more of them may be carried, connected 
with each other oe bape ns od pipes. If pipes, furnished at 
intervals with cocks, are laid along the levels of mines where- 
ever the engines are to run, the latter may take in a fresh sup- 

ly of compressed air whencver required. As in mines, so on 

e Si may be laid in the ground along a certain 
route. It seen that compressed-air engines will in time, 
no doubt, be found especially useful for road locomotives.” 
Mr. J, Edgar Thomson’s Estate. 

A claim of a novel character against the estate of the late Mr. 
J. Edgar Thomson has been presented by Sulzbach Brothers, 
bondholders of the Davenport & St. Paul Company. They 
claim that there was an over-issue of bonds and that Mr. 
Thomson was liable, both as trustee under the mortgage, and 
also as a member of the construction company throu f which 
the bonds were negotiated. The auditor of Mr. Thomson's 
estate recently reported assets to the amount of a little over 
$1,000,000. The Sulzbach claim, with other claims, amounts 
to $125,000, andif the former can be maintained it will cut 
short the project outlined in Mr. Thomson’s will, of establish- 
ing an institution for orphans of the employes of the Pennsyl- 
vania Railroad, which he proposed to endow. 


Turning Hard Metals. 

The Belgian Monileur Industriel says that an engineer having 
a pieceof very hard bronze of large diameter to turn in the 
lathe, could not succeed in cutting it with tools of any kind or 
temper, until he kept the tools constantly moistened with pe- 
troleum, when they cut with readiness. He says that by using 
a mixture of petroleum and spirits of turpentine steel with a 
straw-colored temper can be worked pertectly well. The ex- 
so = aaa can be easily tried, say in turning chilled 
car wheels. 


A Novel Oontinuous Rail. 


Mr. D. 8. Tuthill, of Newburgh, N. Y., proposes to obtain the 
effect of a continuous rail by laying opposite the rail joints in- 
side of the rails and with only interval enough between for the 
free passage of the wheel flanges, short pieces of rails resting 
on four ties—two on each side of the joint—with their faces 
slightly beveled off at the ends. Then he would have a double 
tread on all wheels, one on each side of the flange, so that 
when the wheel approached a joint the inside tread would have 
a bearing on the inside joint rail, and thus prevent the shock 
at the joint. The joint rails would require an addition of about 
one-fifth of the tonnage of iron in the track where 30-foot raile 
are used ; and of course all wheels would have to be changed 
and made heavier. Mr. Tuthill patented this arrangement in 
January, 1873. 


OLD AND NEW ROADS. 
[Continued from Page 467.} 
Farmers’ Union. 


This road is now completed some tive miles out from Lis- 
comb, Ia., and work is progressing. The road is being laid 
with wooden rails, made of hard maple set into the ties, which 
are notched to receive them, and made fast by wooden keys. 
The rails are about 4 by 6 inches, and are spliced with a lap 
joint, held fast by two bolts. Transfer platforms and sidings 
are being built near the Centra) of Lowa Senet at Liscomb. 


Albia, Knoxville & Des Moines, 


This road is now completed from the junction with the Bur- 
lington & Missouri River at Albia, Ia., Bom went to Knoxville 
33 miles, which will be the terminus for the present. It passes 
through a pretty well-settled country, and there is some coal 
- = = at is, we —— A. —— by the Chicago, 

ur nm cy as a branch, and will be he - 
tended to Des Moines. . gaxpion 

The stations and distances from Albia are : Lorilia, 9 miles; 
Bussey, 15; Tracy, 20; Merrill, 25; Knoxville, 33. The road is 
said to be well built; there is some heavy earthwork on the 
line and 45 bridges, four of them Howe truss. 


Ohatham Branch. 


The rails for this road are now at Moncton, and 
ments are being made to lay them, and also to buy ho use 
sary equipment from the Government. The road is to connect 


the town of Chatham, N. B., near the mouth of the Mira i 
with the Intercolonial. — 


Waynesburg & Washington. 

Subscriptions are being raised along the line to secure the 
extension of this road from Waynesburg, Pa., south some 15 
miles to Blacksville, just over the line in West Virginia. 

Paris & Danville. 

Under the authority of the Court to complete the unfinished 
section from Robinson, Ill., south to Lonvoneovilia, the Re- 
ceiver is going on with the work. The track is now laid toa 

int 14 miles south of Robinson and about seven miles from 

wrenceville, which place, it is expected, will be reached 
Dec. 1, or soon after. 
Toronto, Grey & Bruce. 

The new line from Weston Junction to Toronto is completed 
and was opened Oct. 30. It is about nine mileslong. The 
track of the Grand Trunk has been heretofore Seed Between 
the two places. © 
Erie. 

The Court has authorized the Receiver to make a contract 
with Andrew Brown, who has leased certain lands at Weehaw- 
se for lumber shipments. The company agrees to fill in the 


ve Mr. Brown the hand- 
ling of all lumber not otherwise consigned, and to pay. him a 


charg 

car-load for soft and $4 per car-load for hard wood from points 
west of Dunkirk and Buffalo which he may cause to be sent 
over the Erie, and the rate on all lumber to Jersey City is to be 
kept the same as to New York. Mr. Brown agrees to provide 
all necessary machinery and labor for ha lumber and to 
shave 1 ob aadoenhe salen Gund to was. all bast mence to secure 
shipments over the Erie. 

e Court has also authorized a contract to be made with 
Havemeyers & Elder for the use of their dock 





property in Brook- 
lyn, they to fit the dock to receive car-floats and to do all 
loadting and unlos 


; the com: to make them its agents 


car-load on cast- 


freig 
The recovery suit ry Jay Gould was before the New York 
on a motion to strike out the complaint, 
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on the ground that the defendant could not pene | perform 
an agreement to convey poe of property, one-half of which 
is owned by Mrs. Fisk; the agreement could only be specificall 
performed by a lady in no wise connected with the case; an 
the only action which lay was one for damages, to be tried bya 
jury; and not one for specific performance, to be tried by a 
Court of Equity. After hearing arguments the Court reserved 
its decision. 


New Jersey Midland. 


In accordance with the resolutions passed at the recent meet- 
ing of bondholders, the following committee has been appoint- 
ed to see to the execution of the plan of reorganization and to 
secure the assent of bondholders thereto: Joseph N. Balestier, 
Brattleboro, Vt.; E. 8. Francis, Pittsfield, Mass. ; L. E. Olm- 
stead, Norwalk, Conn. ; Grinnell Burt, Warwick, N. Y.; John J. 
Brown, Paterson, N. J.; W. 8. Banta, Hackensack, N. J.; Smith 
Ely, Jr., Charles H. Burtis, New York City. The committee is 
confident of success. 


St. Josenh & Denver City. 

The Eastern Division was sold under foreclosure Nov. 5 and 
was bonght in by the purchasing committee of bondholders. 
The Western Division was sold the following day and bought 
by the same parties. ; 

A new company called the St. Joseph & Pacific, will be or- 
ganized at once under the agreement already adopted, and the 
committee will transfer the road to it as soonas the sale is 
confirm 
St- Louis & Southeastern. 

Mr. St. John Boyle, Receiver of the Kentucky Division, re- 
peste the earnings from November, 1874 to Sept. 1, 1875, as 
‘ollows: 


PROROTIIOED 0505s cccsvsrcrond be icvc se cced ccescccecsvcdsoces $67,618 00 
Freight.......scccscosees bdocdd bile ndblideia didbbvdadeddd doce 146,951 39 
OCROP MOWTORK. cc reccccrccicciccccoerccs csveseccccvcsscveeces 13,539 50 
WIA nacecccconcacheesepeepecene 41; 40: encemdoncadera $228,108 89 
EEPOMBOR. 2... ccccccccccces, cosccesees peeveee seceeeeriange 26,401 97 
Web COPIER s 000 ccccccccccccccccce cocgcag anodes $bbndé $1,706 92 


In explanation of a discrepancy between the earnings and 
the receipts, the Receiver says that by the course of traffic the 
Keceiver for other portions collects not only his proportions of 
the earnings, but also a part of that earned by this Receiver, 
and does also pay more than his propc rtions of certain joint ex- 

enses, and these two items set off each other. The Receiver 
ther states that the earnings of the road mm his charge have 
been only sufficient to pay the eqennting expenses, and he has 
therefore been unable to comply with the order requiring 
$11,000 per month to be retained and applied toward payment 
of the first-mortgage coupons. 


Intercolonial. 

Regular trains began to run Nov. 8 from Moncton, N. B., the 
junction with the Halifax & St. John line, to Campbellton on 
the Ristigouche, at the northern boundary of Nova Scotia, a 
distance of about 185 miles. One train a day each way is run, 
leaving Moncton at 11:50 a, m., and reaching Campbellton 9:30 
n, m.; leaving Cambellton 6 a. m., and arriving at Moncton 3:40 


. m. 

* The bridge over Mill stream beyond Campbellton is not quite 
complete, and the road from there to the Forks of Metapediac, 
25 miles, is yet unfimshed and unballasted. From the Forks 
the oe by way of St. Flavie and Rimouski to Riviere du Loup, 
148 miles, is completed, but no arrangements for running trains 
have been made as yet. The gauge from Moncton to Camp- 
bellton has been changed to the standard. 


Texas Grants to Railroads. 

The Comptroller of Texas reports to the Constitutional Con- 
vention that the State loaned $1,816,500 to various companies, 
and that the interest on the loans which had accrued up to 
May 1, 1870, was funded. On the whole amount the companies 
are now paying 6 per cent. interest and 1 per cent. for a sink- 











ing fund. The amounts loaned and those now owing are as 
follows: 
Original loan. Now owing. 
Houston & Texas Central.............+40+ $450,000 $594,472 38 
Washington County. .........-..++5. ° 66,000 93,910 98 
Galveston, Harrisburg & San Antoni 420,000 588,625 47 
Houston Tap & Brazoria ... 000 beedecs de 
Texas & New Orleans......... 430,500 588,871 47 
Southern Pacific ........-.+.- 150,000 200,885 90 
TOGAS oo. cece coccccccececccccece $1,816,500 $2,066,766 20 
The land-grants to various roads are as follows: 
Acres. 
San Antonio & Mexican Gulf ........6.cevesccesees..cteeee 238,720 
Houston & Texas Central .........ccceecceeeeeceecesnnees .. 4,769,280 
Houston Tap & Brazoria... ........ceeeeeeeeeeeseceereecoess 512,000 
Washington County........ccccccesecccscescccccsccscsseces 245,120 
Toxas & New Orleans .........ccccccccecsccccsccees, raewaas 1,228,800 
TORE SED cakes co ceee ad cose worescredccccceccese ceeds Dinetthe 287,720 
Memphis, El Paso & Pacific ........0.cceeeseerceeesecavense 321,280 
DOT Na bc cba cadcccccscccenccccpocccspescocencese 368,640 
Texas & Pacific....:...... dale bdedddVecebiccepccescaddeoces 1,763,840 
Galveston, Houston & Henderson .........-..eeceeeeeeeeees 11,840 
Houston & Great Northerm...........0escescecceeececevcees 2,311,040 
FROSTMOUIOMEE chee coccccccccccccccccccccccccncesbbi i sbbebss 2,572,803 
Waco & North westernd.... ...cccscocccccccccccccccescccccces 481,280 
Galveston, Harrisburg & San Antonio, } 1,760,840 
Buffalo Bayou, Brazos & Colorado, jf “""""""""""""""""* ties 







ndianola..... 179,84! 


79,360 

49,280 

Gulf, Western Texas & Pacific........ 302,720 
Bote. ncocovcoccerrmeccccededdcdcccedoddidcedstvasiioocs 18,084,400 


This statement includes all the land for which certificates 
have been issued from the State land office. 
Michigan Oentral. 


The general offices now in Boston were to be removed to De- 
troit Nov. 10. 


joyment ofthe passenger. The officers of the line in this city 
are Mr. A. B. Winfield and his assistant, Mr. J. A. Dresser, who 
have fitted up an office in the Morton block, opposite the Mich- 
igan Central depot.” 


Oleveland, Columbus, Cincinnati & Indianapolis. 

This company has completed the alterations in the Columbus 
(O.) yard and has also finished the new freight depot in that 
city, which is thus described by the Cleveland Herald : 

“The company now has the largest yard in Columbus, and 
the best in point of location and arrangement. The switches 
from the main line are long and straight and from thence an 
almost directly straight entrance is made to the freight depot, 
— has a wide passage way, and an abundance of room in- 
side. 

**As said before, it fronts on High street, just a few feet 
north of the now nearly completed tunnel, which passes under 
all the railroad tracks and comes out at a point where both 
teams and foot passengers are entirely out of danger. The 
building is a brick structure, puf up in the most substantial 
manner, all possibilities of fire being guarded against as much 
as possible, and withal finished neatly and furnished hand- 
somely throughout. On the first floor and near the main en- 
trance from the city side is the private office of James Patterson, 
agent of the company at that point. Has office connects imme- 
diately with the counting room, and is of easy access to the 
general freight department. The remainder of this floor is 
given up to space for receiving, delivering and storing goods. 

‘** On the second floor, the front office has been fitted up for 
the accommodation of Superintendent Blee, of the Columbus 
Division, and other officials of the company, when there on 
business. In fact, this room will be a sort of headquarters of 
the road, Just at the head of this stairway, »nd near to this 
general office is the office of Eugene Fori, Columbus passenger 
agent of the company. 

** The point deserving special mention about the depot is the 
front corner room on this floor, which has been fitted up for 
the accommodation of conductors who have but a few hours to 
remain in the city. The floor is handsomely carpeted, neat 
and substantially furnished throughout, in fact a pertect par- 
lor. .It contains two beds and other accommodations in pro- 
portion. This little improvemont shows the spirit of the man- 
agers of the road. They have good, reliable men in their em- 
ploy, and treat them ina becoming manner, a matter which 
1a8 its effect in the way of faithful attention to business. 

** The remainder of this floor is to beused for storage pur- 
poses and such other uses as occasion may require. The entire 

juilding is neatly finished in wood, grained and painted in 
fixed colors.” 


Erie & Ohicago Line. 

In addition to the through passenger line between New York 
and Chicago by the Erie, the Atlantic & Great Western and the 
Baltimore & Ohio, arrangements are being made for a through 
freight line over the same roads. The route, however, will be 
somewhat different from the passenger line, for instead of going 
by Cleveland the freight will continas on the main line of the 
Atlantic & Great Western to Mansfield, O., where the cars will 
be transferred to the Lake Erie Division of the Baltimore & 
Ohio. A car hoist is now being put up at Mansfield to transfer 
the cars from the 6 ft. trucks to those of 4 ft. 84 in. gauge. 
The distances on each road by this line will be: Erie, New York 
to Salamanca, 418 miles; Atlantic & Gieat Western, Salamanca 
to Mansfield, 269 miles; Baltimore & Ohio, Mansfield to Chicago, 
297 miles; total 979 miles, or just one mile longer than the line 
by way of Cleveland. 

The new line has a Buffalo connection by the Buffalo & 
Jamestown road, which runs through trains to make close con- 
nections with the Chicago express trains in both directions at 
Jamestown. 


St. Louis, Keokuk & Northwestern. 

This company has been invitin pee osals for the comple- 
tion of the grading from Hannibal, Mo. to Louisiana, 254% 
miles, and the masonry and bridge work of the same section. 
The grading was about half done some time ago. When the 
road is completed to Louisiana another section is to be let, and 
then another, until the line is completed to Dardenne, 65 miles 
from Louisiana, where it will connect with the St. Louis, Kan- 
sas City & Northern. 


St. Louis, Kansas Oity & Northern. 

The contracts for the new line from Ferguson Station to the 
Union depot in St. Louis have been let. The distance is 11 
miles. The grading from Ferguson to Forest Park was let to 
Charles A. Smith, of Indiana; the grading from Forest Park to 
the depot to Bamricke & Monaghan, of St. Louis, and the ma- 
sonry to McCully & Hopkins, of St. Louis. Work is to be be- 
gun at once and to be completed by March 1, 1876. 


Utica, Olinton & Binghamton. 

This road and the Rome & Clinton ceased to be operated un- 
der the leases to the New York & Oswego Midland Nov. 1. The 
roads thereupon passed into the hands of the Delaware & Hud- 
son Canal Company, which guaranteed the leases to the Mid- 
land. A consultation of railroad officers was held in Utica last 
week, and it was agreed that for the present the Delaware, 
Lackawanna & Western Company should work the roads. The 
necessary order was issued by President Dickson of the Dela- 
ware & Hudson. Both road and equipment have been very 
much run down under the Midland management and are in 
very poor condition. The road is 31 miles long, from Utica, 
N. Y., to the Midland at Smith’s Valley, the Rome & Clinton 
forming a branch from Clinton to Rome, 18 miles long. 
Chicago & Pacific. 

The Court has denied the petition of Roselle M. Hough for 
an accounting and for the appointment of a receiver for this 
road. 

Smyrna & Delaware Bay. 

So much of this road as lies in New Castle County, Del., about 
1% miles, was sold recently at sheriff’s sale under an execution 
for debt, and was bought by 8. M. Mills, of New York, for 


4 


The Detroit Tribune of recent date says : “ The new Wagner | $2,500 


cars built for the Michigan Central Railroad are now nearly all 
completed, and several were put upon the road yesterday. The 
oxpress train which left for Chicago at 10 o’clock yesterday 
morning was equip with the ‘ Hermia,’ a parlor or drawing- 
room car, which will seat 44 persons, has a smoking room in 
each end, and is finished throughout with rosewood in the 
most elegant style. Attached to the express train last evening 
was the sleeping car ‘Montcalm,’ and this evening it will be 
the ‘ Kalamazoo,’ each of which are finished in black walnut, 
with German walnut paneling and inlaid or mosaic mona- 
grams. All the metal work about them is of silver, even to the 
spittoons, and the heating of the car is performed by the Baker 
pipe apparatus. The berths in the fourteen sections of each 
car are unusually broad, and are satpnee with the finest of 
hair and spring mattresses, while the h irons are patterned 
so as to do away with the rattling and creaking so spparing to 
the nervous traveler. “The cars are mounted on six-wheeled 
irucks of the most approved construction. Cars of this pat- 
tern also left last night on the Grand Rapids and Bay City di- 
visions. 


‘On and after Nov. 20 six splendid hotel cars will be put on | com 


he night express trains from Chicago to Rochester. Drawing- 
oom sleeping cars will also, hereafter, be run through direct 
n the Atlantic and Pacific express, from Chicago to Boston 
nd New York, for the convenience of persons traveling to the 
eaboard, All are of the most splendid construction, and lack 

convenience which may contribute to the comfort and en- 


Montreal, Ottawa & Western. 

The property of this company, formerly the Northern Colon- 
ization, has been transferred to the Government of the Prov- 
ince of Quebec. This Government has made a contract with 
A. P. Macdonald to oomphrte the road for $28,000 per mile, 
which is $5,000 per mile less than the old contract. 


Hot Springs Branch. 

The road is graded from the junction with the St. Louis, Iron 
Mountain & Southern, at Malvern. Ark,, to within three miles 
of Hot Springs. The track is laid trom Malvern to Lawrence, 
18 miles, and trains were to be put on that section this week. 


Portland, Saco & Portsmouth. 

A meeting of the stockolders was held at Kittery, Me., Nov. 
8, to consider the relations of the company to the Eastern. 
The latter leases the road, paying as rental interest on the 
debt and 10 per cent. on the stock. It was stated that the 
Eastern Company could not continue to pay this rental, and 
the question was whether the lease should be forfeited and the 
any resume possession of its road, or whether the stock 
dividends should be reduced to.6 per cent. for a few years. A 
committee of investigation was finally appointed, with instruc- 
tions to report at an adjourned meeting. 

The investigating committee consists of G. E, B. Jackson, A. 





K. Shurtleff, Portland ; egg H. Williams, Augusta, Me.; 
Henry H. Ladd, Portsmouth, N. H., and C. L. Woodbury, Bos- 








ton. The report is to be printed and sent to cach stockholdc; 
and an adjourned meeting will be keld in Kittery, Dec. 14, 
There is said to be much feeling among the stockholders, anj 
the adjourned meeting is likely to be a stormy one. 

The Railroad Mail Service. 

The annual report of the Superintendent shows that at the 
close of the last fiscal year, June 30, 1875, there were 62 lines 
of railroad post offices on routes aggregating a length of 16,932 
miles. The daily service on these lines is 40,109 miles ; yearly, 
14,639,785 miles. There are 901 clerks employed in this servi 
at an annual cost of $1,122,640. As compared with the previous 
year there is an increase of 518 miles in length of routes; of 
910 miles of daily service ; of 332,150 miles of annual service ; 
of 51 in the number of clerks, and of $64,441 in their pay. ° 


Pittsburgh & Northwestern. 

The contract for building this projected road has becn 
awarded to Weiss, Britton & Co., of Slatedale, Pa., who are to 
do the grading, masonry and bridging, ready for the ties and 
iron. The real is to be 75 miles long, from Allegheny, Pa., oppo- 
site Pittsburgh, north by west to New Castle, and thence north- 
west to Youngstown, O. About 45 miles of the line is heavy 
work, the balance light; there is one tunnel 1,200 feet long and 
another smaller one. Work is to be begun at once. 

Pacific, of Missouri. 

Several meetings of the stockholders were held last week, 
but no final action was taken. Gen. Clinton B. Fisk, who had 
at a previous meeting promised to answer some questions as to 
the increase of the bonded debt and the disposition made of 
that increase, appears to have changed his mind, for the an- 
swers were not given. The St. Louis County claim for interest 
will, it is said, be pressed, and the unsecured creditors purpose 
taking further action. At the last meeting, a committee, con- 
sisting of N. A. Cowdrey, Jacob Cromwell, Peter Morie, A. W. 
Shephard, George A. Learing and William A. Morell, was ap- 
pointed to request the directors to resign ; also to take legal 
steps for the cancellation of the lease of said road to the Atlan- 
tic & Pacific, and to-have the Receiver discharged, as far as the 
Missouri Pacific is concerned. 

A St. Louis dispatch says that the directors met there Nov. 9 
and voted to accept a proposition submitted by the Atlantic & 
Pacific to cancel the lease and surrender.the road. A state- 
ment was nade showing a debt of $1,250,000 to the Atlantic & 
Pacific, for over $1,000,000 of which Andrew Pierce, Jr., had in- 
dividually indorsed. In consideration of this-and for other 
reasons the board elected Mr. Pierce General Manager of the 
road, Arrangements were also made to secure payment of the 
St. Louis County interest. 

This action will probably be very unsatisfactory to the New 
York stockholders, as it continues the management to which 
they object, while releasing the Atlantic & Pacific from the ob- 
ligations of the lease. 


Atlantic & Pacific. 

In the suit begun by Calvin Littlefield, a bondholder, the 
United States Court in St. Louis last week appointed Thomas 
T. Buckley, of New York, Oliver Garrison and John H. Beach, 
of St. Louis, receivers. They were required to file bonds in 
$500,000 each. It was stated that Mr. Beach was appointed to 
represent the Missouri Pacific interest in the case, and that he 
would — when a separation of the two roads wae effected. 
The bankruptcy proceedings are, it is said, to be pressed. 
Indianapolis, Cincinnati & Lafayette. 

At the annual meeting in Indianapolis, Nov. 1, the stockhold- 
ers voted to authorize President Ingalls to lease the Cincinnati 
& Martinsville road for a term of years; the proposition to pu- 
chase the road was rejected. The building of the Lawrence- 
burg cut-off was approved, and work ordered to be begun. The 
cut-off will be used for through freighi and passenger trains, 
the old road being retained for local business. 

Oairo & St. Louis. 

The operations for September are reported as follows: 
STEED TE MII occ nc ccessccqoncesocencersoceposs $30,928 88 
Working expenses (62.56 per cent.)... «+. 19,351 39 












Net earnings ($79 per mile)............eeeeseee ‘i - $11,577 49 
Extraordinary expenses, rentals 2,486 66 
Rises ccisecarcesqncensses. eeedagagasnseseesecesans $9,090 83 


The train mileage was: passenger, 10,365; freight, 12,236; 
coal, 7,858; total 30,459 miles. The average receipts per train 
mile were, on passenger trains, $0.69; freight trains, $2.02; 
coal trains, $1.29. The average working expense per train 
carrying traffic was 51.4 cents. 


New York Elevated. 

The extension of this road isnow completed to Forty-second 
street, nearly half a mile beyond the old terminus at Thirty- 
fourth street, and trains are running over it. New sidings are 
being put in at Bethune and Thirty-fourth streets. 


New York, New Haven & Hartford. 

It was recently announced that the through trains of this 
road would be run to Philadelphia and Washington without 
change, the cars being transferred from the terminus of the 
Harlem River Division at Mott Haven to the Pennsylvania at 
Jersey City on floats, like those now used for freight cars. The 
statement, however, has been denied. The plan has been 
under consideration, but will not becarried out. It is said that 
the number of passengers who do not want to stop in New 
York is too small to warrant the expense involved in the trans- 
fer. Itis possible that the arrangement may be carried out 
next Spring. 

New York & Oanada. 

An excursion train, with officers of the road and invited 
guests, will pass over the road Nov. 16, Regular trains wi 

egin to run about Dec. 1, when a line from New York to Mon- 
treal will be established by this road and the New York Central 
& Hudson River. 


North Brookfield Branch. “% 
The grading is entirely completed and track-laying is 
progress. The road will be ballasted as fast as the rails can be 
put down. Itis said that arrangements will be made to have 
the road operated by the Boston & Albany when completed. 


Rockford, Rock Island & St. Louis. 


The question of confirming the foreclosure sale of this road 
to Hermann Osterberg came up in the United States Circuit 
Court in Chicago, Nov. 1. Mr. Osterberg’s bid was $1,320,000, 
and of this he has since paid the $200,000 cash required by the 
terms of the sal- and also $4,200,000 in bonds, which are to be 
taken at a pro rata valuation. He now proposes to pay $300,000 
more in cash and asks the Court to confirm the sale and ” 
te him until Dec. 15 to pay the balance of the money, abou 

300,000 


,000. 

Counsel for opposing bondholders objected to the confirma- 
tion: 1. Because Osterberg had not complied with the edict 
of the sale, and it was therefore unfair to othér bidders or bo 
should’be confirmed. Other parties had bid $1,315,000 at the 
sale, and would have bid more hud they known that such be 
terms would be given. 2. Because there would be no aecuri ) 
for the payment of the balance after the sale was confirme.. e 

The Court took the matter under advisement, am i ia j 

uently decided to confirm the sale conditionally and ondition 
that, provided Osterberg paid in by Nov. 8 $350,000 in * Re- 
io the $200,000 cash and $4,200,000 bonds already paid, © all the 
ceiver should deliver possession of the road to him wit 





receipts from Nov. 1. Mr. Osterberg is to retain possession 
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subject to further order of the Court, andif he pays, on or 
before Dec. 15, the balance due on his bid, together wi 
gums expended by the Receiver as the purchaser shall be ad- 
judged liable to pay, then the sale shall stand absolutely con- 
firmed, and the master will Fw a deed of the property. 

The Court further ordered the Receiver to bettle up his ac- 
counts and pay all debts incurred and to turn any balance in 
his hands over to the master. The master is ordered to begin 
payment of the debts specified in the decree of sale from the 
money now in his hands, 

The Master in Chancery has made a supplemental me 
which sets forth that the company in 1871 conveyed certain 
land in Rock Island, Henry and Macoupin counties to Henry 
Curtis, Jr., in trust to secure him from any liability on various 
bonds. There now remains in Mr. Curtis" hands about $25,000, 
as the proceeds of the property conveyed to him after the per- 
formance of the trusts. It also states a number of small claims 
for supplies furnished — the Cable receivership and others 
furnished in the six months preceding the beginning of the 
foreclosure suit. The question as to whether these claimants 
have a prior lien to the mortgage claims was submitted to the 
Court. The aggregate of these claims is $12,797.26. 

A report that the Chicago & Northwestern Company was 
negotiating for the purchase of the road is denied by authority 
of President Keep. Mr. Osterberg will work the road for the 


— = will at once employ a considerable force to improve 
its condition. 


Alabama & Ohattanooga. 


The United States Circuit Court has extended the time in 
which the bondholders may accept the terms of sale to June 
11, 1876. This action is taken in order that the report of the 
Special Master Commissioner may be received and acted upon, 
and the whole amount of indebtedness fixed before the bond- 
holders are obliged to act. The report will be presented to the 
Court at its December term in Mobile. 


Louisville & Nashville. 


This company is offering for sale several of its locomotives, 
which are in good condition, but too light for the work now re- 
quired of them. This is probably an excellent opportunity for 
any company having a road of 5-feet gauge and moderate traf- 
fic which needs increased motive power. 


London, Huron & Bruce. 


The extension of this road is now completed to Clinton, Ont., 
30 miles northwest of the late terminus at St. Mary’s. The 
work on the section from Clinton to Wingham is being pushed 
forward rapidly. 


Pensacola & Louisville. , 


Some time since this company purchased from the Forsyth 
estate $40,000 in bonds of the Alabama & Florida Company and 
some lands which had belonged to the same company. The 
consideration was $65,000, payable in six annual installments. 
When the first payment fell due the company was unable to 
pay the whole amount in cash, whereupon the Forsyth heirs 
brought ,suit to recover the entire debt. Under this suit the 
lands were sold and bought in bv the Forsyth heirs, and the 
railroad itself was ordered to be sold. Later advices, however, 
state that on the application of a number of stock and bond- 
holders, the Florida Circuit Court has granted a stay and has 
appointed Lewis H. Sellars, Receiver. The road is 44 miles 
long, from Pensacola, Fla., northward to the Mobile & Mont- 
gomery near Pollard, Ala. 


Pittsburgh, Cincinnati & St. Louis. 

In 1853 the County of Allegheny, Pa., subscribed to the stock 
of the Pittsburgh & Steubenville Railroad Company, under 
authority of a special act of the Legislature, and paid its sub- 
scription in bonds, receiving stock in exchange. It was agreed 
by the company that 6 per cent. dividends or interest should be 
paid on the county stock, and such dividends were actually 
paid for three or four years. For a number of years, however, 
no dividend has been paid, and the county brought suit to.re- 
cover and obtained in the Court of Common Pleas a judgment 
for about $90,000 against the company, now merged in the 
Pittsburgh, Cincinnati & St. Louis. The case was carried up 
to the Supreme Court, which has just reversed the judgment 
of the lower court, and holds that the contract to pay interest 
on the county stock is illegal. It was beyond the powers of 
the directors to make any such contract, and it is consequently 
void, and the county has no right to recover anything. 


Brotherhood of Oonductors. 


The annual convention of the Grand Division of this order 
concluded its sessions at Atlanta Ga., Nov. 6, and adjourned to 
meet in Omaha, Neb., Nov. 1, 1876. The business sessions 
were, of course, private, but itis understood that they were 
harmonious, and that the order is ina flourishing condition. 

e only drawback to the harmony of the meeting and the or- 
der was the expulsion of Grand Chief Conductor Cruzen, of 
Crestline, O., for fraud and misdemeanor in office. The pro- 
ceedings closed with a banquet, and a large number of dele- 
gates were to make an excursion to Florida this week, having 
received an invitation from the various companies whose lines 
make up the route from Atlanta to Jacksonville. 


Atlantic & Gulf. 


Work has been begun on the track which is to connect the 
Savannah & Charleston road with the Atlantic & Gulf outside 
Savannah. A force of 300 men is at work on the grading, which 
is light, and the rails will be put down as fast as possible. The 
new track will be about four miles long, and will connect with 
the Gulf road two miles from the Savannah depot. It is being 
bnilt by the Atlantic & Gult Company, and is known as the 
Junction Branch. The company’s now offering for sale $30,000 
bonds secured on this branch, to pay for its construction. They 

ar 8 per cent. interest, are — in 1881, or sooner at the 
option of the company ; and the gross earnings of the branch 


will be paid over to the trustees to pay interest and supply a 
sinking fund. ied sata 


New Bedford & Fall River. 

The oeetgtion, of $150,000 voted to this road by New Bed- 
ford, Mass., has lapsed, the co having done nothing 
towards the construction of the ~ e opposition line from 
_ Bediord to Fall River, the Fall River Railroad, is now well 

‘anced, 


Ohicago, Dubuque & Minnesota. 

The foreclosure suits against this company and the Chicago 
Clinton & Dubuque, came up at the present term of the Uni 
States Circuit Court at this term, and were remanded to the 
State court, owing to informality in the proceedings to remove 
the cases from the State to the Federal court. 

Philadelphia & Erie. 

In July last Wm. Howard, a stockholder of this company 

fone) & suit against the Pennsylvania Railroad Company. 
complaint charging fraud in connection with the lease an 
res that the lessee was really indebted to the Philadelphia 

Erie in the sum of $11,000,000 or thereabouts. The defend- 


. caewer oe bill aa 5 in belt opens “rk oo 
nm Pleas. 8 answer claims that the iff is no 
‘ me to the relief asked for, and that the Philadelphia & 


ond pany has not at any time asked for any relief. The 
Owen ether says that the Pennsylvania Railroad Company 
hm 79,626 shares out of a total of 169,000. The defendant de- 
1867 Ie charges of misappropriation of funds and says that in 

t accepted 18,000 shares at $50 in payment of a debtof 
time be’ the market price of Philadelphia & Erie stock at that 

being only $30. " All statements of fraud in the transfer of 


th such $11 


$3,000,000 bonds to the lessee are denied. The alleged debt of 
11,000,000 is totally denied, as no such debt exists. It is 

further stated that the charges are so loosely drawn and so in- 

definite and vague, that no answer can made thereto, 
ye a general denial. 


_ itis not thought that any further proceedings will be taken 
in the matter. 


Pennsylvania. 


The extension of the Moshannon Branch to Madera is now 
completed to Kendrick’s, two miles beyond the late terminus at 
Houtzdale and eight miles from the junction with the ‘one 
& Clearfield at Osceola. This branch and the Morrisdale 
Branch are now worked together,  reager yy wed trains running 
through from Morrisdale to Kendrick’s, 16 miles, the distance 
being made up by Bs Morrisdale Branch, three miles ; me & 
Clearfield, from Phillipsburg to Osceola, five miles ; Moshannon 
Branch, eight miles. 

Green Mountain. 


The surveys for this line are completed; it is to run from 
Shelburne Falls, Mass., northward to Rutland and possibly to 
Montpelier, Vt. A considerable amount of stock has been sub- 
scribed, and a permanent organization will soon be completed. 
The town of Weston has voted a town a. and other 
towns will soon vote on the same question. is stated that 
an offer has been made to build the =, provided $6,000 per 
mile of local subscriptions can be secured. 


Havana, Rantoul & Eastern. 

Track is now laid from Havana, Ill., eastward for seven miles, 
and 200 men are at work on that end of the line. Tracklayin 
has also been begun at Gilbert, 80 miles east of Havana, an 
the men are working westward from that point. 

Southern Pacific. 

Messrs. C. Brown, L. M. Foulke and E. Sullivan, the Govern- 
ment commissioners, have examined and accepted two sections 
of 50 miles each, of the line from San Fernando to the San 
Gorgonio Pass. 

The track of the Los Angeles Division is now laid to a point 
90 miles eastward from Los Angeles and 744 miles east of the 
San Gorgonio Pass. This is 34 miles beyond the late terminus 
at Colton.or San Bernardino. The work on this line will be 
continued steadily, the company’s intention being to complete 
the line to Dos Pabees, about 100 miles east of the Colorado 
River, by March next. 

he Los Angeles Division now includes 153 miles of track, 
as follows: San Fernando, by way of Los Angeles to San 
Gorgonio, 112 miles; Los Angeles to Wilmington, 20 miles; 
Florence to Anaheim, 21 miles. 
Mendocino. 

This newly Yor company intends to construct a narrow- 

auge railroad from Cuffey's Cove in Mendocino County, Cal., 

© Donahue’s Creek and along that creek a short distance. The 


road will be 54% miles long and is probably intended to carry 
lumber. 


Santa Olara Valley. 


The company has contracted with Abraham & Weaver, of 
Santa Cruz, to furnish 75,000 redwood ties, to be delivered by 
January next. 


California Pacific. 

The new branch from Woodland to Colusa and Tehama is 
graded for 16 miles north of Woodland. The work thus far is 
light. Track-laying has been delayed by the non-arrival of the 
joints. 


Perkiomen. 

The road is now fully complete and ~. “wy trains are run- 
ning through from Perkiomen Junction, Pa., on the Reading 
road, to Emaus, on the East Pennsylvania. The stations on 
the new part of the road, from Pennsburg to Emaus, with the 
distances from Perkiomen Junction, are as follows: Pennsburg, 
23 miles: Greenville, 24; Palm, 25.75; Hosensack, 28.75: Zions- 
ville, 80.5; Shelly, 32.25; Vera Cruz, 34; Emaus, 37.25; Emaus 
Junction, 38.5. e last named is 4% miles west of Allentown. 
The road is worked by the Philadelphia & Reading Company 
under a lease. 


Sodus Point & Southern. 

This road was recently sold under foreclosure of mortgage, 
and was bought in on behalf of the bondholders, who purpose 
holding and working it. It is 34 miles long, from Sodus Poin 
N. Y., on Lake Ontario, southward to the Northern Central a’ 
Stanley. 


Hamilton & Northwestern. 

The stockholders met in Hamilton, Ont., Nov. 1, and voted to 
ratify the agreement of consolidation with the Hamilton & 
Lake Erie. The Northwestern owns no completed road. 


Providence, Ponagansett & Springfield. 

The location has been ry from Providence, R. I., by 
way of Greenville and North Scituate to the Connecticut line, 
a cianee of 274% miles. The maximum grade is 65 feet to the 
mile, and there are two four-degree curves; the rest of the 
curves are all of one or two degrees only. The line is run to 
the Boston & Providence depot in Providence. 


Buffalo Valley. 

This road was sold Oct. 27 at Sheriff's sale, subject to a mort- 
age of $50,000. It was bought by some Pittsburgh parties for 
2 600. The road, which was completed abont a year ago, runs 

from the Pittsbur,;h, Washington & Baltimore at Garrett’s, Pa., 
northeast to Berlin, and is 10 miles long. 


Midland Pacific. 

An agreement of consolidation has been made and ratified 
between this company and the Brownville, Fort Kearney & 
Pacific, and the articles of consolidation have been duly filed 
with the Secretary of State of Nebraska. The name of the 
consolidated company is the Nebraska Railway Company. The 
completed road owned by the Midland Pacific runs from Brown- 
ville, Neb., north by west up the Missouri to Nebraska City and 
thence west by north to Seward, and fs 105 miles long. An ex- 
tension is ed from Seward westward to York, 28 miles, and 
another extension from Brownville southward wo the Atchison 
& Nebraska near Salem, 23 miles, is partly The 
Brownville, Fort Kearney & Pacific is graded some 37 miles 
westward from Brownville, and we believe that a little track 
has been laid. 


Oil Oreek & Allegheny River. 

Under the decree of foreclosure of the consolidated mort- 
gage issued by the United States Circuit Court, Wm. G. Fargo 
= Wm. G. Morehead, trustees, will sell this road at public 
auction at the Merchants’ Exchange, Philadelphia, Dec. 29, at 
12 noon. The sale will include the whole road with the fran- 
chises and charters, all real estate and buildings and the =e 
ment. It will be made subject to,the first mortgages, which 
are as follows: mye on the former Oil Creek Railroad, from 


Oil City to Corry, 45 miles; $1,500,000 on the former Warren & 
Franklin Railroad, from Oil City to Irvineton, 50 miles; $500,000 
on the Union & Titusville road, from Titusville to Union, 25 


miles, being $2,580,000 in all, or an average of $21,500 per 


mile. 
The conditions of the sale are that the property will be sold 
to the highest and best bidder, $50,000 to be paid in cash at the 


time of sale, the balance in 20 days, that balance being payable 
in Oil Creek & Allegheny River bonds issued under the 





conso: 
dated mortgage of 1868. The road is 95 miles long, and is in 


the form of two sides of a tiengie running from Irvine 
Pa., south by west to Oil City, an thence northward to vag 
There is a branch from Titusville north by west to Union, 
miles, of which, however, - miles, from Titusville to Tryon- 
ville, are really identical with the main line between the two 
places, anda branch three miles long, to Cherry Run. The 
consolidated mortgage is for $1,100,000. 

Long Island. 


The Long Island Railroad Company, with over 200 miles in 
operation, proposes to enlarge its facilities for accommodating 
the residents of Long Island, and another branch is to be put 
‘under construction immediately. Mr. Webster Snyder, late 
General Superintendent of the Canada Southern, and the Gen- 
eral Superintendent of the Union Pacific road during its con- 
struction, on the 1st of November assumed the duties of Gene- 
ral Manager of the Long Island Company’s lines, Mr. Snyder 
brings years of e ence in salivend matters to his new vosi- 
tion, part of it on Long Island roads, and he will endeavor to 
— the Long Island one of our best-managed suburban 
roads. 


Waterloo & Magog. 


It is stated that this company has made arrangements to go 
on with the work at once, the n money having been 
secured. Itis intended to have the road graded from Water- 
loo, P. Q., the eastern terminus of the Stanstead, Shefford & 
Chambly road, as far as the Missisquoi River this year and to 
open the whole line from Waterloo to Magog, at the head of 
Lake Mem hremagog, early next summer. The length of 
the road is about 20 miles. e extension from Magog north- 
east to Sherbrooke on the Grand Trunk, 15 miles, will be begun 
as soon as the first section is finished. 


Auction Sales of Railroad Securities. 

In New York, Oct. 27, Selma, Marion & Memphis first-mortgage 
bonds brought 1% Blue Ridge and Lake Erie & Southwestern 
bonds brought about one cent on $100. In the same city, Oct. 
29, Louisville, New "oo! & Chicago stock brought 11; New 
York, New Haven & Hartford stock, 144%; Pittsburgh, Fort 
Wayne & Chicago special guaranteed stéck, 91. 

In Wilmington, Del., Oct. 23, at auction, Wilmington & Weat- 
ern first-mo: ge bonds brought 17%, 20 and 20%; Wilmington 
& Reading second-mortgage bonds, 88. 

Toledo, Wabash & Western, 


Holders of the consolidated mectenge gold bonds are re- 
quested to sign the agreement dated Nov. 4, 1875, and to de- 
= their bonds in the Metropolitan National Bank, New 

‘ork, receiving a certificate in return. € agreement pro- 
vides that the signers shall have an interest in the purchase of 
the property by the committee, if such purchase is made under 
the foreclosure proceedings. The agreement is deposited for 
signature at the office of Perkins, Livington, Post & Co., No. 59 

rty street, New York. 

The committee of stockholders has called a meeting to be 
held at No. 31 Broad street, New York, Nov. 17, at 2p. m., to 
hear the report of the committee appointed at the meeting of 
Sept. 30, and to adopt such measures as may be deemed advis- 
able to protect their interests. 


The Fast Mail Trains. 


An arrangement has been made by which the Philadelphia, 
Wilmington & Baltimore Company will put on a new train, 
which will receive the mails from the Pennsylvannia fast 
train which leaves New York at 4:30 a.m. This train will leave 
Philadelphia at 8a. m., reach Baltimore at 11:20 a, m., and 
Washington by the Baltimore & Potomac at 12:40 kr m. By 
this arrangement the night mails from most of the New Eng- 
land towns will be distribued in Washington early in the after- 
noon. New York newspapers will also be received earlier, but 
there will be no gain in time on the letter mail from New York, 
all or nearly all of which goes by the night train, reaching 
Washington early in the morning. 


Nashville, Chattanooga & St. Lonis. 


Some very heavy grades on the St. Louis Division have beon 
cut down and some curves somewhat reduced, At grade No. 
53, a deep cut and heavy fill had to be made, and the e has 
been reduced to 64 feet to the mile. Grade No, 29 is being 
reduced to 90 feet and McEwen’s grade to 70 feet. 


Texas & Pacific. 

The Fort Worth people have formed a construction company 
to complete the line from their town to Eagle Ford, the present 
terminus of the road. A considerable amount of stock has 
been subscribed and work is to be begun this month on the 
grading. 


Columbus, Chicago & Indiana Oentral. 
Reports are current that the Pennsylvania Railroad Company 
has offered to settle the matters in dispute by givin a definite 
uarantee of the interest on the first-mortgage bonds, provided 
the bondholders will agree to take 6 instead of 7 per cent, 
interest, and the second-mortgage bondholders will exchange 
their present holdings for new income bonds. 


Danville, Olney & Ohio River. 
Henry & Co., the contractors, have a considerable force at 
work, and are pushing the grading rapidly. 


Florida. 

The Amsterdam bondholders’ committee recently issued a 
report on the prospect of the payment of the 8 per cent. bonds 
issued by this company and secured by the railroad from Fer- 
nandina to Cedar Keys. It was so discoura that the price 
fell on the 26th of October to $4 per $1,000 bo 


St. Paul & Pacific. 

The proportion of the bonds necessary to make the scheme 
effective has assented to the recent plan of arran: ent deter- 
mined on at a meeting in Amsterdam recently, which will now 
be carried out, probably. 


Springfield, Decatur & Indianapolis. 

Articles of consolidation have been filed between this com- 
any, which is successor to the Indiana & Ilinois Central, and 
e indianapolis, Decatur & Springfield, a company recently 
or in Indiana. The name of the new company is the 
Siierccte, Decatur & § + Railroad Company. The 
capital stock is to be ,000. One of the conditions of the 
consolidation is that the consolidated corporation shall execute 
the agreement between the bondholders of the Indiana & 
Illinois Central Company, dated Sept. 9, 1874, under which the 
roperty now owned by the two tions was purchased. 
Thea eement also provides for the execution and delivery, 
upon demand, of all its bonds, secured by first mortgage, on 


all its propert chises of every kind, amounting to 
$1,800, and its bonds secured by second mortgage amount- 

to $2,850,000. The road owned by the new is that 
formerly known as the Indiana & Dhnois Cen Monte- 
zuma, Ind., west to Decatur, Ill., 85 miles, w was sold 
under foreclosure some months since and ht by the bond- 
holders. The new company purposes e this to In- 


ane Talia lis Journal It is rumored that the 
e Indianapolis Journal says: “It is 

Officials of the Indianapolis, Decatur $ on road will 
sue out an injunction against the polis & —— 
field road, which has a lurge force at work grading be 
Montezuma and Rockville, to prevent further work on the line 


of the latter road. Mr. Hammond, President of the Indian- 





apolis, Decatur & Springfield road has gone to Parke County to 
look after the matter.” 
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ANNUAL REPORTS. 


Boston & Albany. 
The report for the year ending Sept. 30, 1875, has been filed 
with the Massachuselts Railroad Commissioners, and the fol- 
lowing figures have been published. 
The property was represented as follows at the close of the 
last two years : 











1874-75. 1873-74. 
I chi SuaticoceSiiscneticcvcoons $20,000,000 $19,864,100 
Bonded debt... 6,349,000 5,558,000 
Kills payable... 1,161 510 3,746,950 
Waa ian 4 thing bn.gs0n0o0d000senese09s $27,510,570 $27,169,050 


‘The contingent fund now amounts to $3,000,000. 

The equipment consists of 239 engines, 190 passenger, 54 
baggage and mail, and 4,862 freight cars. There is an increase 
of 24 pa-senger, 7 baggage and 300 freight cars. 

The work done for the last three years was as follows : 


1874-75. 1873-74. 1872-73. 

Passengers carri d..............+. 5,964,478 5,889, 6,757,624 
Passenger mileage........ RAF ee 119,720,916 122,053,286 120,662,660 
Be I Ens ccccscccces sebaceous 2,668,403 2,884,520 
Tonnage mileage................-- 282,300,789 290,672,369 317,670,752 
Average rate per pass. per mile...2.43 cents. 2.47 cents. 2.50 cents. 
— rate per ton per mile on 

Srey rere 235 “ SOR © . . pascesec 


The tonnage mileage last year showed a decrease of 2.89 per 
cent., and the passenger mileage of 1.92 per cent. from the 
previous year. 

The earnings of the yoor were as follows : 








4-75. 1873-74. Inc. or Dec. P.c. 

Passengers............ $2,972.454 $3,015,377 Dec.. $42,923 14 
rae 4,328,130 5,223,599 Dec.. 955,469 18.1 
Other sources,........ 649,083 664,152 Dec.. 15,069 23 
Total earnings.......$7,949,667 $8,963,128 Dec..$1,013,461 11.3 
Working expenses..... 5,451,617 6,548,212 Dec.. 1,096,595 16.7 
Net earnings........ $2,498,050 $2,414,916 Inc.. $83,134 3.4 
Gross earn’gs per mile. 25,078 29,387 Dec.. 4,309 14.7 
Net earnings per mile.. 7,890 7,918 38 0.5 
Per cent. of expenses... 68.58 13.06 448 6.1 


The amount paid in dividends last year was $2,000,000, 
against $1,986,410 the previous year ; both years it was 10 per 
cent. on the stock. The number of persons in the company’s 
employ at the close of the year was 4,935, against 5,552 the 
— year. There were no persons killed through fault of 

he road, but from their own carelessness or mistakes 1 passen- 
ger, 7 em) rr and 19 others were killed, 3 passeng: rs, 27 em- 
ployes and 12 others injured. The ‘‘others” were neariy all 
people who were walking on the track. 

The road worked was the same as at the close of last year, 
201.65 miles main line, 47.98 miles of branches owned, and the 
Ware River and Pittsfield & North Adams roads, 67.65 miles, 
leased, making 249.63 miles owned and 317.28 miles worked. 


Eyansyille & Orawfordsville. 

This company owns a line qe: the Ohio River at Evansville, 
Ind., tar sce | to Terre Haute, 109 miles, and thence north- 
east to Rockville, 23 miles. The last named section of 23 miles 
is leased to the Logansport, Crawfordsville & Southwestern. The 
road is one of the oldest in the State, the report for the year 
en August 31, 1875, covering the twenty-first year of its 
operation. 

The equipment consists of 21 engines, 10 passenger and 5 
baggage and mail cars, 423 freight cars, 1 pay car, 10 construc- 
tion and 50 hand and push cars. Of these two engines and 10 
stock cars were bought, one caboose and three box cars built 
during the year. 

The total expenditures on ager y account during the 
year were $69,966.48, making the cost of the property at its 
close as follows: 





Conatruction ($19,262 per mile)............sseeseeceeses $2,542,618 39 
Equipment ($4,423 per mille)..........cccececcercccccece 3,874 36 
I ckdRS bd Va dePEAdhdneekeds.b090 60. d600600000.000% $3,126,492 75 
Which is represented as follows: 
Common Stock ($7,915 per mile)..........00.seeeseeeees $1,044,715 12 
Preferred Stock ($758 ee - 100,000 00 
Bonds outstanding ($8,057 per mile) 1,063,500 00 
Earnings invested in road ($6,956 per mile)..... 918,277 63 
Oe CRO MONS 6 inc ccc cccocccccsccesesccese $3,126,492 75 
The work of the road for the year wawas follows; 
1874-75. 1873-74. Inc. or Dec. P.c. 
Train mileage........... 363,826 367,298 Dec.. 3,472 0.9 
Freight car mileage..... 2,034,037 2,488,116 Dec. .454,079 18.3 
Passengers carried..... - 126,279 132,864 Dec... 6, 5.0 
Tons freight carried..... 211,000 229,000 Dec.. 18,000 19 


The —- car mileage per freight train mile was 15; 22.15 








per cent. of the car mileage was of empty cars, 
The earnings for the year were as follows: 
5. 1873-74. Inc. or Dec. P.c. 
Piisctesnssaa $172,702 14 $174,525 57 Dec.. *1,823 43 1.0 
— Solicit reanaos saves " 817,746 20 Dec.. 27,001 23 8.5 
press, mail, etc A 
“ese Seba BE 19,196 155 #710662 Inc.. 182328 04 
Total............$510,735 91 $539,377 59 Dec.. $28,642 38 5.3 
Expenses and taxes.. 369,309 14 342,875 44 Inc... 26,433 70 17.7 
Net earnings. ...$141,426 07 $196,502 15 Dec..$55,076 08 28.0 
Gross earn. per mile. $4,152 $4,385 Dec.. $233 5.3 
Net “ i ,598 Dec.. 448 28.0 
Per ct. of expenses. . 72.31 63.57 Inc... 8.74 13.7 


A summary of the income account is as follows : 

Net carnings....... cose ee 
RE I bo csccesccctecccccceccese 
Decrease in assets and increase in liabilities. . 






——— $168,453 58 
The earnings showed an increase up to aay, but in July and 
August there was a heavy pains of in freight resulting from 
loss of i and bad weather, which also damaged the road, 
—s a heavy expense for repairs. The old rails are wear- 
ing out fast and require large renewals. During the year 200 
tons steel, 850 tons of re-rolled iron and 44,000 ties were put in 
the track; much ballasting has been done. Stone piers are 
being put under the bridge at Pigeon Creek, and the trestle 
bridge at Busseron Creek is to be replaced this year. Four 
new stations have been built. The main track through the 
Ear Haute yard has been changed and 9,591 feet new sidings 
ai 


Four 


ms were killed during the year, of whom three 
were Wa 


g on the track and one fell from a car while drunk. 





A Second Report to the American Society of Civil Engi- 


— on the Form, Weight, Manufacture and Life of 
ails. ° 


(By AsHpeL Wetcu, C. E. (Chairman), Member of the Society, pre- 
sented May 5, 1875*). 
The members of the Committeet on Rails desire, when the 
make their final report, to present some definite results, whic 


*At the adjourned regular meeting of the Society, May 12, 1875, 
presen printed, and set down for discussion at the Seventh 
Annual Convention at Pittsburgh, Pa., June 8, 9 and 10, 1875. 


tAppointed Jan. 8, 1873, to determine “the best form of standard 





ee 








a wide experience alone can establish. They therefore earnestly 
beg their professional brethren to state their experience on the 
subject, in response to the interrogatories issued by the Com- 
mittee last year,j or in any other way they may think best.§ 
In the meantime, a few points now settled will be presented, 
and a few questions raised for the consideration of the Society. 

Forms of rails on the same principles as those 
recommended by the Committee have been adopted 
on three of the great railroad systems of the 
country—the Erie, Lehigh Valley and Pennsylvania. The 
Pennsylvania has also adopted the plan of a deeper head for 
main lines, on nearly the same base as a shallower head for 
branches; the base for main lines is 414 inches. 

The Committee considers it settled, that with the present 
weights on a wheel, a thickness of the middle of the stem 
of seven-sixteenths inch for steel, and one half inch for 
iron is sufficient; as fully proved in both cases by eight 
years’ experience with high speeds and — traffic on the 
main line between Philadelphia and New York; that an inclina- 
tion of about one vertical to four horizontal for the under side 
of the head and top of the base is the best; that the three- 
sixteenths inch is sufficiently thick for the edge of the base ;|| 
that the top of the head ould have a convexity given by a 
radius of about twelve inches; that the outer corners at the 
under side of the head should be as sharp as possible; also 
that, for a road much used, the fish-plate should be steel and 
its surfaces of contact at the top and bottom as great as 
possible. 

In the former oaaeens great breadth of head was recom- 
mended, because with a given weight the more it is distributed, 
the less the injury done by it.t But it may be objected that 
as the wear on the side of the head in some cases is nearly so 
much as on the top, the diminished depth necessary to give in- 
creased width with the same amount of metal counterbalances 
the advantage of the breadth. But the endurance of injury 
from the pressure of a poe weight on the top is, under some 
perhaps not very unusual conditions, as the square of the surface 
compressed, while the endurance of shearing on the side is 
pa only directly on the surface. Besides, the wider the 
ead the greater the aggregate amount of surface. 

With imperfect welded iron, the angles made by the stem 
with the head and base should be somewhat filled in, and the 
joint fastening in that case made at the base.** 
The flange of the rail should not be cut, but the rail kept 
from crawling by straps connecting the fish-plates with the 
ties, or by some other similar contrivance. 
Rails should be symmetrical, and inclined to match 
the conical surfaces of the wheels, by dressing off the 
top of the tie, as is the practice in many parts of 
Europe. This can be done at trifling cost by proper 
machinery. It prevents the bearing, while the rail is new, 
from coming only ona narrow strip of rail surface, which brings 
a great weight on a small area, both of rail and wheel, crush- 
ing the metal of the rail, and wearing a groove in the tread of 
the wheel. This groove in turn injures other rails. By mak- 
ing the top of the rail nearly a plane surface and giving it the 
peepee inclination, a large area of contact can be obtained from 
he very first, and rail and wheel both preserved. This is much 
~~ than to round the head more than to about 12 inches 
radius. 

A vicious practice prevails extensively among tracklayers of 
fully spiking down the rails before accurately lining and level- 
ing up the track. If the track is crooked when it is spiked 
down, its tendency afterwards, however carefully straightened, 
is to come back to the same crooks it had at first. 

Asthe surfaces of contact between rail and fish-plate are 
liable to be worn 7 dirt, sand and cinders, lodging places for 
those substances should be avoided. This is one reason for 
bringing the sides and bottom of the head nearly to a shai 
edge, so as to leave no opening, between them to become suc 
lodging places. Some of the Committee think the 
fish-plate should not be concave towards the stem, thus leavin 
a wide space between the two, which becomes a hopper to hol 
a supply of sand to be ground under the fish-plate. Such 
small matters, multiplied so often as they are, become impor- 
tant. 


Nothing should be sacrificed to make the bottoms and tops 
of fish-plates alike. It would be advantageous to make the 
bottom somewhat wider than the top can be made, so as to 
have a broad bearing surface on the base of the rail, say an 
inch wide, so as to compensate for the greater wear by sand, 
&c., at the bottom of the plate. 

he Chairman has always found, so far as his observation 
went, and has long believed, that the — on the tie makes 
the best track. His practice was to place these ties at the 
joint so close together as to allow for tamping. 

With bases 4 inches wide, ties under them 744 inches wide 
and 2 feet from center to center, the maximum weight on the 
wood being about 400 pounds per square inch, good white oak 
will not, under ordinary circumstances, cut or wear out before 
itrots. But chestnut, the softer oak, or other soft woods, un- 
less very elastic, should not have more than 250 or 300 pounds 
on a square inch if the road has a heavy traffic. With such 
ties, the rail base should be 4% inches wide, and the ties more 
— and wide than otherwise. 

It is objected to this very broad base that the increased 
metal adds nothing, or next to nothing, to the strength of the 
rail. But the important thing is bearing surface on the tie. A 
little more or less strength is of small account compared with 
the even bearing given by uninjured ties. 

The plan of extending the bottom of the fish-plate beyond 


50 | the outside of the base, so far as to have a considerable bear- 


ing on the tie, seems to be gaining ground. In favor of this 
plan it is said that it gives lateral as well as vertical stiffuess 





rail sections of this country; Sources which the weight of rails 
should bear to the maximum lo carried on a single pair of wheels 
of locomotives or cars; the best methods of manufacturing and test- 
ing rails; the endurance, or, as it is called, the ‘!ife’ of rails: the 
causes of the breaking of rails and the most effective way of prevent- 
ae ~~ and the experience of railways in this country in the use of 


The committee consists of Messrs. Ashbel Welch, of Lambertville, 
N.J.; M.N. Forney and Octave Chanute, of New York, and I. M. St. 
John, of White Sulphur Springs, W. Va. 


tReferred to in Proceedings, Vol. I., page 76. 


§The Chairman of the Committee is instructed by his colleagues to 
o “particular Jesse”’ to the members of the Society who have 
ished no answers or information; being utterly unskilled in 
handling that terrific weapon (if it is a weapon), he asks each recusant 
to consider himself the recipient of a tr d poke, and keep the 
— vd a areas punishment before his eyes hereafter—if he continues 
in default. 


\iIt is objected to this very thin stem, and say to this very 
thin-edged base, that it cools so — in rolling as to make the 
metal brittle; and that the head cools so much more slowly than the 
rest as to create a permanent strain. Of course, this tendency exists, 
and it requires some care to prevent its reaching a practically injuri- 
ous extent. According to the argument, not only such rails ought to 
break in two, but especially the thin edges of the base ought to break 
off—but they do not. The conclusive answer to the objection is eight 
years’ trial under heavy traffic, of such rails (rolled by half a dozen 
different makers in England, France and America) with almost no 
bre eatall. In all this long time we have never known an edge 
of the base to be nicked. The permanent strain, if there is any, is 
the right direction, compression of the base—perhaps absolutely add- 
ing to the strength. 


J LXXXVIIL., Transactions, Vol. III., page 87. tDo. page 91. 








**The Fisher & Norris joint, among others, has proved very success- 
, ful for this purpose, 


ee reese ae 
to the joint; that by spiking through it, the rail is kept 
crawling without sotching the bares and that it incresasit 
bearing surface on the tie at the joint, just where it is wanted, 
The first two of these objects would be gained by letting the 
projection extend beyond the base only to the depth of the 
spike notch. Against extending the projection so far beyond 
the base as to bear much on the tie, it may be said that it in. 
creases the complexity, and therefore the difficulty and uncer. 
tainty of fitting, and that it creates cross strains and laters] 
movements, and consequent wear of the bear 
surfaces. Let 6b ec in the diagram=3 and c d= ‘% 
inches, the coefficient of friction of the metal on 
metal 0.333, and of the metal on wood 0.166, and the 
weight on b = 6,000 pounds = 12,000 pounds on the joint, 
Suppose half of this weight comes on the metal of the bage 
and half on the wood at the point d, as it is liable to do after 
wear of the wood under the rail. 

Then the tendency of the bottom of the fish-plate to slide 


outwards would be: from the slope of the base pecs 75h) 
4 


3,000 X 2.25 
pounds; from the leverage of the weight on d ———_—_—_ ~ 


2,250 pounds ; total, 3,000 pounds. The friction to prevent 
000 000 


this would be —— = 1,000 pounds on the iron, and onal = 
3 


§ 6 

500 pounds on the wood ; total, 1,500 pounds ; whence tendeney 
to slide outwards, 1,500 pounds. If the bolts are not thoroughly 
screwed up, the plate will in that case actually slide out w 

the pressure is on, and come partially back when it is removed, 
This will, of course, wear the metal and loosen the plate. [If 
the nuts are loose so that the plate can have ever so small 
rotary motion around 6, the metal at a will be neh more 
compressed than the rest of the shoulder and rapidly indented, 





The relative value of these considerations for and against 
this plan can be decided only by experience. We call attention 
to them that the results of experience may be ascertained 
promptly and completely. 
The Committee is still unprepared to say much about the 
manufacture of rails. Some of the ablest rail-makers have 
—_ the following rules as prominent among those necessary 
or making good iron rails : 
“Select the stock best adapted to each part, the hardest 
metal for the head, the strongest for the base. Use only gra) 
metal, not white. t no old rails into the head or base ; a | 
die thoroughly, or the metal will not weld thoroughly. Cut off 
and throw out all ends of puddle bars; make the top slab about 
14% inches thick—thicker will not heat before the small bars 
burn ; pile 8 inches square. The top slab should be four-rolled 
(thrice-heated), the bottom thrice-rolled and the stem twice- 
rolled ; no uddle bars in the rail. Each a should be 
uniform and thorough without burning, or the welding will be 
imperfect.” 
pecifications are of little value if the puddling and heating 
are not faithfully done. An unwise saving of a dollar to the 
manufacturer, or a little unfaithfulness in the workmen, will 
robably reduce the value of the rail ten or twent dollars. 
Ten or fifteen per cent. added to the ordinary work on rails 
would double their value. An expert rail-maker knows this 
very well, but he cannot put ten dollars extra work on a ton, 
in order that it may be worth sixty dollars more to the pur- 
chaser, who will not allow him any part of the ten out of the 
sixty he makes. The railroad agent who purchases may also 
know all this, but he cannot follow his own judgment, for he 
knows his directors will say he paid ten dollars a ton more than 
the market price. It is thus that the interests of stockholders 
are sacrificed. 
Steel rails should contain from 0.8 to 0.55 per cent. of carbon, 
according to the character of the stock and the hardness that 
may be sate where the rail is used. On a good, well ballasted 
road-bed, not subject to harm with the frost, much higher sted 
would, of course, be proper than on a badly ballasted, clay 
foundation road-bed in a cold climate. 

The main objection to very nen? heads and light frames be 
low is, that the thin parts cool first and permanent strains are 
created. To prevent this, the base and stem may while cool 
ing be immersed in sand or some ether slow-conducting sub- 
stance, so as to cool no further than the head. It would also 
be well to clamp the rail while cooling down to a level 
against a straight edge, which could be done by a very sim le 
apparatus. Many good rails of all forms are ruined in straig t- 


ening. 

The holes through the stem should be drilled, not punched, 
and there should be no notch in the base. Before leaving the 
mill, the ends of all rails and also all fish-plates should be ed 
by a gauge ; and if from unequal shrinkage or wear of rolls of 
imperfectly removed sand-burn, or other cause, they are not 
accurate, they should be made so. Dressing or filling by track- 
layers will not make a sufficiently accurate fit. 

e welding of iron rails may be very theroughly tested by 
shearing off a short piece from the end. Each individual lam- 
ina will tend to curl up by itself and separate from the others, 
and wil! do so if the welding is not very perfect. As § od weld- 
ing is one of the essential,qualities of a good iron, this test is 
all important. ‘cod 

The Chairman of the Committee was so much surpri 
to find so little difference in the loss of metal in iron 
and steel rails, that since the former report per 
presented, he made her examinations of 28 = 
rails rolled by John Brown & Co. and seven iron rails roll y 
the Bethlehem Iron Company. The steel had been laid _ 
four to seven years, the iron trom four to six years, all on . 
main line between New York and Philadelphia. To all apes 
ance both steel and iron were as good as when first laid, ex 
where the loss of metal was perceptible. The loss of metal {7} 
annum in the steel was from a few hundredths up to it 
pounds per yard, averaging 0.29 pounds, and in the 
varied fom 0.15 to 0.6 pounds per yard, averaging © 

unds. In the vege oy — _ in __ former 
he averages were : steel 0.3, 1ron 0. un 
shows that if iron was perfectly welded and as hard in por mid- 
dle of the head as on the top, and never loaded so as to & _ 
or condense the metal (say not over 25,000 pounds per #q 
inch) it would wear nearly as long as steel. The saree 
steel has is, that it has no weld, is probably nearly as wall 
interior as on the surface of the metal, and that it sustain 





without alteration or condensation a Nee oy per oquare inh 
which would gradually condense and fina. coon we eee 
ASHBEL WELCH, 





May 3, 1875. 
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ROCHESTER, 
Wrought-lron Rivetted Lattice Railroad and Highway Bridges. 


Leighton Bridge & Iron Works, 
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Cc. A. HOTCHKISS. PHILIP GAYLORD. 


HOTCHKISS & GAYLORD, 


MANUFACTURERS OF 





Machine Bridge and Railroad Bolts, Coach Screws, 


Bolt Ends, Track Bolts, &c. 
oy ey CLEVELAND, OHIO. 








WROUGHT-IRON BRIDGE CO. 


. 
2 





D. HAMMOND, President. 


JOB ABBOTT 
WM. BRITTON, Secretary. 


H. G. MORSE } Engineers. 


Office and Works, 
CANTON, O. 
Manufacturers and Builders of all Wrought-Iron Railway and Highway Truss, Arch and Swing 

Bridges, Plate and Lattice Girders, Iron Roots, Turn-Tables, Iron Piers and Trestles, Have over 


TWENTY-FOUR MILES of their IRON BRIDGES now in use in twenty-four different States and 
Canada. ILLUSTRATED ALBUM and estimates sent on application. 


KELLOGG & MATRICE, 
OFFICE AND WORKS: ATHENS, PA. 











Iron and Wooden Bridges, Roofs, Turn-tables, Etc. 


J. H, COFRODE. 








J. H. SCHAEFFER. F. H. SAYLOR. 


J. H. COFRODE & Co., 
Engineers and Bridge Builders. 


DESIGN AND CONSTRUCT TRON, WOODEN AND COMBINATION BRIDGE 
AND ROOF TRUSSES, &., 
OFFICE : 


= No. 530 Walnut Street, Philacelphia. 
CRERAR, ADAMS & CoO., 


Railroad Supplies and Contractors’ Materials, 


AGENTS FOR ALL SIZES OF 
SHEET COPPER AND BRASS FOR 


LOCOMOTIVE WORK AND COPPERSMITHS, 
Nos. 11 and 13 Fifth avenue, Chicago, Il. 


Manufactureis of IMPROVED HEAD LIGHTS for Locomotives, Hand and Signal Lanterns, Cur and 


Staton Lamps, Brass Dome Casings, Dome Mouldings, Cylinder Heads and Car Trimmings of every 
@eseripti.n. 
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Ron PIPES? 
PLUMBERS,STI 
SEND FOR DE 


MORRIS TASKER & COMPANY 


PASCAL IRON WORKS, PHILADELPHIA, 
TASKER IRON WORKS. NEWCASTLE. DEL.: 
MANUFACTURERS OF 


Lap-Welded American Charcoal plron Boiler Tubes. 


Wrought-Iron Tubes and Fittings of Every Descrivtion, 
FOR GAS, STEAM, WATER AND OIL. 


Steam and Gas Fitters Supplies, Machinery for Coal Gas Works, etc., etc. 
Sole Manufacturers of 


Vulcanized Rubber-Coated Iron Tubes, 
A substitute for lead and galvanized iron tubes for the conveyance of water. 
Office and Warehouse, No. 15 Gold St.. New York. 

OFFICE AND WAREHOUSE, No. 36 OLIVER ST., BOSTON. 


New York, 30Gold st, Boston, 7 Hamilton st, Chicago, 146 E. Lake st. 


HUSSEY, WELLS & CO., 


Manufacturers of all dascriptions of 


CAST’ STHDPDSE: 


OFFICE AND WORKS: 
Penn Avenue and Seventeenth Street. Pittsbu zh. 


FAIRMOUNT MACHINE WORKS, North & South Side of Wood St m 
above Twenty-first St., Office, 2106 Wood 8t., Philadelphia, Pa. 
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THOMAS WOOD, FOUNDER, 


Manufactures as Specialties POWER LOOMS, REELING, SPOOLING, WINDING . 
BEAMING, DYEING 4ND SIZING MACHINES, 
PATENT SELF-ACTING WOOL SVOURING MACHINES, 
PATENT BOBBIN WINDING MACHINES, Winds direct from bank to shuttle bobbin. 
Plans taken and Factories fitted out complete with Shaftun: and Gearing. 
SHAFTING FURNISHED with ADJUSTABLE SELF-OILING HANGERS, 8, 10, 12, 15 ard 18 inch DR 
Pulleys, Couplings, Self-Oiling Hangers and Pillow Blocks always on hand. 


Improved Power Hoisting Machines. 
Machine and Foundry Work in all their Branches. 
PATENT FRICTION PULLEYS. 
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DE 


ROLT, 






MAKE 


Car Axles, 


JOHN B. BAUGH'’S STEAM 
MICHIGAN, 


FORGE, 


A —S8PEVGIALTY OF 


Lanks and Pins. 


ALSO MANUFACTURE SHAFTING, CRANKS, CONNECTING-RODS, LOCOMOTIVE FRAMES AND 
AXLES, AND HEAVY FORGINGS, OF EVERY DESCRIPTION. | 





































PENCOYD IRON WORKS. | 
A. &P. 


pF 


ROBERTS & CoO., 


"MANUFACTURERS OF 


CAR AXLES 


Office, No. 265 South Fourth St., Philadelphia. | 











THE STANDARD STEEL WORKS 
Make a specialt; of the mapufacture of 


CRUCIBLE CAST-STEEL TIRES, 
OF STANDARD ¢& BRAND. 


The Ingots are cast solid and Their record justifies us in 


recommending and guaranter- 
and 


thoroughly hammered 
ing them as equal to any in 


worked kefore rolling. Over 


A use, 
8,000 of these tives Ue ae This company a'so m1inu ac- 
= tures CRUCIBLE STEEL AX- 
in use om various roads, j LES. FORGINGS, CASTINGS, 


&e, 


OFFIOER, 
WORKS, 
218 8S. FOURTH &T,, 


Philadelphia. 





At Lewistown, Pa. 








NEW YORK: 
54 Cliff Street. 


BOSTON : é 
102 North Street 





Rolled at Jersey City by W. Bailey Lang & Co. 


PENNSYLVANIA STEEL COMPANY 


MANUFACTURERS OF THE 
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HAMMERED STEEL RAILS 
AND STEEL FORGINGS. 


STEEL-RAIL RAILROAD 
FROGS AND CROSSINGS, 









“AMUEL M. FELTON, Vresident. 

EBEN F. BARKER, Secretary. HENRY C. SPACKMAN, Tre surer. 
L. 8. sENT, Superintendent. 

OF FICE: 213 South Fourth Street, f WORKS: Baldwin Station (Near 
Philadelphia. Harrisbu‘g), Pa. 

















HEE ws BOLID 


SHORT FLANGE JOINT ON ONE TIE 
BETWEEN TIES 


FOR LOW RAILS 
(one U soir) 





FISHER & NORp, 
TRENTON, 


SECTION 







s 






wed 
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Hexagonal, %. 


and screwed te : 


down with a 
wrench, four 79 
feet long. 


¥ 









and the rails 
edges of fish bars, As 
tions are required to keep the nats 
to the head of the rail, anu, b: 
eare required, gives the nostd rable and ec nomical joint yet devised, 
use On many important roads fi from four to thirteen 
by the manufacturers, FISYE« & NORRIS, Trenton, 





‘ BAR, ANGLE, TEE AND || see 
CHANNEL IRON. | ‘ 


The rail flanges being bolted vertically between heavy horizuntal plates, the load is taken directly by 
the bolts, are supported on their bases, instead of being hung “by the ears” on the narrow 
there are no cross strains on these vertical bolts, no “ washers’ or rubber inven- 

tight. The FISHER system of fastening admits the use of any torm 

sinvothn-ss of track, preservation from battering of ends of rails, and little 

They have been in extensive 

rn past, Further informatica will be furnished 
oa 


WORKS. 


BALDWIN LOCOMOTIVE 





BURNHAM, PARRY, WILLIAMS & 00., Philadelphia, 
LOCOMOTIVE ENGINES. 


Especially Adapted to Every Variety of Railroad Sérvice, including 
Mining Engines and Locomotives for Narrow-Gauge Railways 


All work accurately fitted to gauges, and thoroughly interchangeable, Plan, Materials, Work- 
manship, Finis and Efficiency fully guaranteed. 


CHAS. T. PARRY. 
EDW. LONGSTRETH. 


GEO. BURNHAM. 
EDWARD H. WILLIAMS. 


WM. P. HENSZEY. 
JOHN H. CONVERSE. 





MILWAUKEE IRON COMPANY, 


MANUFACTURERS OF 


RAILROAD IRON. 


From 30 to 65 Lbs. Per Yard. 


Re-Rolling Done on Short iTotioe. 


PIG IRON. 





Zz 


BEST NO 1 FOUNDRY IRON constantly on hand and for sale in car-load or larger lots, at 
lowest market price. 


MERCHANT BAR TRON. 


A FULL ASSORTMENT---SUPERIOR QUALITY. 
Address all correspondence to 
ee MILWAUKEE IRON GO., 


Milwaukee, Wi-. 














BLAKE'S STEAM PUMPS. 





HOT JOURNALS ENTIRELY PREVENTED 


BY THE USE OF 


ALBERT BRIDGES 
PATENT LUBRICANT, 






a 8,000 IN USE! 











FOR RAILROAD CAR JOURNALS AND OTHER 
BEARINGS. 


In presenting this Lubricant to the notice of Rail- 
road and Steamboat managérs and operators in ma- 
chinery generally, I do so with a practical knowledge 
of its merits and with confidence that it will be 
found to possess oo apy A paar ge as a LUBRI- 
CATOR and OCOUNTERA( R of FRICTION. 
has been in use during the past two years on a num- 
ber of Railroads and Steamers, and is highly ap- 


OOMBINED PUMP AND BOILER 


A SPECIALTY, 


ot. 
OeThe LUBRICANT is a fine white powder, made | For RAILROAD WATER STATIONS, Xe 
from a mineral of talcous magnesian ter, free 
from grit,and is ground and bolted especially for Send for Illustrated Catalogue. 
this purpose. 
68 © & practical test of the Lu- 


rt will be feaenen with sample on applica- GEO. F, BLAKE MANUFACTURING ce 


ALBERT BRIDGES, Pa’ 5 
Mannfacturer and Dealer in 


Railway Supplies and Machinery, 
No, 46 CORTLANDT STREET, NEW YORE 


86 & 88 Liberty St., New York. 


Boston: CHICAGO: 
Cor. Causeway & Friend Sts. | 50 & 52 South Capal St 
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